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¥ RATE INFORMATION! 


MARKET DATA! 
Ask the Nearest McCormick Man! 


McCormick Offices (six in Eastern territory; nine in the Pacific region) 
maintain complete tariff files not only with relation to ports served by 
McCormick ships but on all water and rail routes in which American 
shippers may be interested. Rate information and market data, provided 
by a trained tariff personnel, is yours for the asking. 


This is just one phase of the service McCormick Steamship Company 
offers .... Modern ships, frequent sailings, careful handling combine to 
offer you the carrying service that meets with every specification you wish. 
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Four Great Trade Routes Served by McCormick 
McCormick Intercoastal Pacific-Argentine-Brazil Line 


Pacific Coastwise (Passenger Accommodations) 


Pacific-West Indies U. S. Mail Steamers 
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AWarehousing and == 
Distributing Service that is Uacqueled 


Modern construction and equipment pro- 


vide for the handling of merchandise with 
the utmost safety and dispatch. Our ca- 
pacity of 50 cars per day, all of which are 
worked under cover, gives full protection 
to your merchandise from damage by the 
elements. Pool cars are promptly distrib- 
uted. All suburban trucking companies 
maintain offices within the warehouse, pro- 
viding efficient cartage facilities. 


The warehouses are served by all rail- 
roads, Great Lakes steamers and New 
York Barge Canal lines. 


Here you are offered every service: that 
your own branch could furnish other than 


KEYSTONE WAREHOUSECO. 


selling the product. 


We are especially equipped to warehouse 
and distribute valuable food products and 
other classes of package merchandise. 


Write for detailed information. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





TRAFFIC WORLD INDEX 


HE index for volume 49, of The Traffic World, cov- 

ering the six months’ period from January to June, 
inclusive, 1932, will be mailed to subscribers with the 
July 9 number of the magazine. It should be bound with 
copies of the publication and preserved for reference 
purposes. 


GOOD SENSE IN POLITICS 


ITH both the national political conventions just 

over and with the columns of political news that 
have, in that connection, been served to readers and will 
continue to be served as the campaigns go on, the times 
ought to be particularly stimulating to political thought ; 
if they are, it would be well that those who have equip- 
ment with which it is possible to think begin using it 
to some purpose. 

Politics—using the word in the widest sense to in- 
clude all things pertaining to the nominating and elect- 
ing of candidates for office, large and small—is a strange 
thing. Men participate in it, apparently—even those who 
do nothing more than to talk and vote—without consid- 
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eration of what is wise and clean. In order to prove this 
we need do no more than cite the popularity of the Jimmy 
Walkers, the Bill Thompsons, the Huey Longs, and the 
Len Smalls, and that other class of office holders com- 


posed of the Brookharts and the LaF ollettes—well mean- 





ing and sincere, perhaps, but as unsound mentally as the 
other class is morally. Those who vote for such men are 
not all gangsters and hoodlums or cranks and anarchists. 
Many of them are, to all appearances, good citizens in 
their daily lives who presumably desire good government. 
But do they? At least, do they to the extent that they 
are willing to consider public problems and public men 
to the end of using their franchise for the best possible 
results? Are some of them even competent thus to con- 
sider things? They either are not and are carried away 
by the hullabaloo and the campaign excitement, or they 
are influenced by considerations quite foreign from the 
public welfare. Of course, there is a large number of 
men—and women—in each class, Of course, also, when we 





come to vote at the primaries or the elections we have 
to choose among candidates who have been largely self- 
imposed on us—to look over the barrel and pick the fruit 
that seems to us the least spotted. But that, also, is our 
own fault. Perhaps some day there will come a time when 
“good citizens” will think and will insist on the results 
of their thought taking form in candidates and platforms. 
The power is entirely in their hands and we believe they 
are in the majority. That is the pity of it. 


MOTOR TRANSPORT AND RAILROADS 

S public sentiment, apparently, shows an increasing 

trend toward a policy of equalization of regulation 
as between motor vehicle commercial carriers and the 
railroads and scientific determination of whether such 
motor vehicles pay their full and proper share of the 
cost of building and maintaining the highways they use 
in their business, we hear more and more from the “die 
hards” and the “stand patters” to the effect that the 
falling off in railroad traffic is due almost solely to the 
business depression and that motor truck competition 
amounts to little in the total. Of course, this is not a 
good argument, even if true, if the object sought is a 
scientific and sound transportation adjustment, but it is 
not even true. It is true, of course, that the financial 
condition of the railroads today is due principally to the 
depression, which affects all business, but he who says 
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the trucks are not taking a great deal of traffic from the 
railroads is either ignorant of conditions or is intention- 
ally misrepresenting. Every railroad man and every ship- 
per knows of large inroads by trucks on rail traffic. Of 
course, this is perfectly all right if the two competing 
kinds of transport are on equal terms; if they are not on 
equal terms it is all wrong. 

We hear much, too, from the same sources, and 
sometimes from independent sources that ought to be 
better informed and more logical in their thinking, that 
the railroads themselves are to blame for this loss of 
business, in that they have not been and are not “up to 
date” in their methods. With this sentiment we have con- 
siderable sympathy, but that sympathy is qualified—and 
ought to be qualified in the thinking of every fair and 
logical person—by the consideration that, though the 
railroads ought to adopt modern methods, as far as pos- 
sible, and, perhaps, they have not done all they should 
have done in this respect, they are none the less the vic- 
tims of unfairness in competitive conditions. Put all 
forms of transport on all fours with each other with 
respect to government regulation and special favors, and 
then let the Devil take the hindmost. 


THE DEMOCRATIC PLATFORM 

AST week we published and commented on the planks 

in the Republican national platform relating to 
transportation. There is little of that sort to do with 
respect to the Democratic platform, adopted this week, 
for the reason that the Democrats say nothing about 
transportation, except with relation to inland waterway 
development. In that respect, whereas the Republicans 
said nothing except to endorse the St. Lawrence Sea- 
way, the Democrats are as wet as they are elsewhere 
when they talk about prohibition. In discussing a pro- 
gram for relief they say: 

Extension of federal credit to the states to provide unem- 
ployment relief wherever the diminishing resources of the state 
make it impossible for them to provide for the needy; expan- 
sion of the federal program of necessary and useful construc- 
tion affected with a public interest, such as flood control and 
waterways, including the St. Lawrence-Great Lakes deep 
waterway. 

Later on, in their declaration in favor of the re- 
moval of government from all fields of private enterprise, 
they say: “Except where necessary to develop public 
works and national resources in the common interest.” 
The inland waterways, for instance? 


UNFAIR WATER COMPETITION 


HE New York Journal of Commerce publishes an 

editorial on the above subject, the spirit of which is 
to be commended even if its treatment of the matter dis- 
plays something of surprising ignorance. It says there 
have been charges that the government barge line service 
offers unfair competition to the railroads (as if this 
were a discovery made at the time representations were 
recently made before the House committee investigating 
government competition with private enterprise) and 
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that these charges ought to be investigated. But is it not 
self evident that the government barge line, with rates 
arbitrarily twenty per cent under rail rates, charging 
itself nothing for cost of capital (furnished by the tax- 
payers), nothing for insurance, and nothing for taxes, 
offers unfair competition, both to the railroads and to 
privately owned inland waterway enterprises? Does the 
Journal of Commerce or any other intelligent person or 
institution need an investigation to convince it? 

We are glad, however, that the situation is at last 
being called to the attention of the people in such a way 
that they may be able to understand it. Of course, the 
reason they have not understood it is because they have 
not thought about it. Shippers who use the government 
barge service have an unfair advantage over shippers 
who cannot use it, and this advantage is at the expense 
of the taxpayers, who are paying for artificial competition 
with the railroads and private waterway service. There 
is little investigation needed—only official pronounce- 
ment as to the facts and an application of the proper 
cure—which is for the government to get out and stay 
out of this and all other business in which private capital 
is invested and has the right to protection from competi- 
tion by the government. 


INTRASTATE EMERGENCY CHARGES 


The Traffic World Washington Bureau 


Arguments were made on June 29 and the following day 
before the whole Commission in No. 25135, increases in intra- 
state freight rates and charges, part 2 (Arkansas), part 4, Ken- 
tucky), part 5 (Louisiana), and part 9 (Oklahoma). Time for 
discussion of the questions raised by the failure or refusal of 
the states mentioned to allow the railroads to impose the 
emergency charges authorized by the Commission in the Fif- 
teen Per cent Case, 1931, as to interstate rates, to the intra- 
state rates, was allotted to M. G. Roberts and Harry McCall 
for the railroads interested in the Arkansas, Louisiana and 
Oklahoma rates; Ed. Harper, for the Oklahoma commission, 
his time, however, being used by Reece Caudle, also a member 
of that body; Wylie M. Barrow for the Louisiana commission 
and shippers; Edgar Moulton, New Orleans Joint Traffic Bu- 
reau; B. J. Brooks, Southern Kraft Corporation interested in 
parts 2 and 5; C. B. Bee, Oklahoma commission; W. A. North- 
cutt, W. N. McGehee and Edward W. Mohr, Kentucky carriers; 
M. R. Glenn, Kentucky commission; L. F. Orr, Bowling Green, 
Hopkinsville and Mayfield, Ky., interests; E. E. Williamson, 
Newport, Ky., Rolling Mill Co.; and Roy Carson, Harlan County 
Coal Operators et al. 


Paul Walker, of the Oklahoma commission, under the co- 
operative plan in effect between the Commission and state com- 
missions, occupied a place on the bench with the members of 
the federal body. In the course of his argument Mr. Roberts 
said that the state commissions were defendants in this pro- 
ceeding because the attack was upon rates required to be main- 
tained by the state commissions. He said that if any state 
commission was to participate in the consultations of the Com- 
mission on this case he wished to suggest that the carriers 
also be allowed to be represented in them. He desired, he said, 
to suggest the name of “my boss, the president of the St. Louis- 
San Francisco,” as a representative of the carriers. 


After discussing section 13 at considerable length Mr. 
Roberts said that the carriers would stand or fall on the 
proposition that this was a revenue discrimination case, although 
there was testimony and discussion in it about discrimination 
among persons and localities. The federal body, he said, 
authorized increases of a temporary nature, to preserve a na- 
tional transportation system. It was the legal duty, he said, 
for shippers and receivers of freight in intrastate commerce to 
contribute their share to the support of the national transpor- 
tation system. He pointed out that the Commission, in dispos- 
ing of the Fifteen Per Cent case, criticized the railroads for 
not having presented their traffic executives as witnesses. In 
these state cases, he said, they had presented traffic witnesses 
in favor of the proposition that the increases, if allowed, would 
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increase their revenue while the shippers and state commissions 
said they would not. 

Mr. Barrow said there was a serious question of jurisdiction 
presented by these cases and that Louisiana had raised it. He 
said that the federal Commission had not prescribed reason- 
able rates as required by section 13. In fact he said that none 
of the requirements of that section had been complied with. 
Until the federal body had prescribed reasonable rates, he 
said, it had no jurisdiction, the contention being that in making 
its decision in Ex Parte 103 the Commission had not prescribed 
reasonable rates. 

Mr. Moulton contended that the increases would not yield 
more revenue but would intensify the competition in Louisiana 
between the railroads and other forms of transportation. The 
Louisiana commission, he contended, knew conditions in Louisi- 
ana better than the federal body and was in a position to act 
in all informed manner when it dealt with the subject matter of 
the emergency charges. 

Mr. Brooks, speaking ‘particularly about pulpwood and rosin 
size rates and traffic, particularly in Arkansas, said there was 
no interstate traffic on pulpwood in Louisiana and Arkansas 
so there could be no question about discrimination between in- 
terstate and state traffic. 

Mr. Caudle, interested particularly in the traffic and rates 
on stay bolts and heading bolts, said that before there could be 
a hearing in this case by the Arkansas commission the railroads 
and shippers, in a conference, agreed upon reductions to enable 
the railroads to meet truck competition. 

Commissioner Lewis interrogatively suggested that that was 
not inconsistent with the concept in the Commission’s decision 
that there would have to be reductions in rates on account of 
particular conditions. Mr. Caudle said that the Arkansas com- 
mission believed that it had more information than the federal 
body, particularly about local conditions, and acted in each 
instance in accordance with the facts. He expressed the belief 
that increases in Arkansas would result in decreases in revenue 
and not in increases. 

The part of the case in which the western railroads were 
interested was completed by Mr. Bee, the traffic and tariff ex- 
pert of the Oklahoma commission and Harry McCall for the 
earriers. Among the things Mr. Bee showed the Commission, 
in support of the general proposition of the shippers and state 
commissions that the added charges would not increase carrier 
revenue, were maps showing how closely paralleled were the 
lines of the railroads by truck and pipe lines both competing 
with the railroads and getting tonnage which they formerly 
had. 

After that Kentucky rates and rate situations occupied the 
rest of the time to the conclusion of the argument by the use 
of one hour on June 30. Mr. Orr, speaking not only for the in- 
terests of Bowling Green, Hopkinsville and Mayfield, but also 
for the Kentucky commission, called attention to the fact that 
the Kentucky commission had a complaint before the federal 
body challenging the level of rates in principally, if not wholly, 
that part of the state outside of official territory and suggest- 
ing that this matter should not be decided until the level of 
the rates in Kentucky had been determined. In answer to a 
question by Commissioner Farrell, Mr. Orr said it was his 
position that rates in Kentucky outside of official territory 
should be lower than in the rest of the south. He said there 
was as much reason for a buffer territory in that part of Ken- 
tucky as there was for buffer territory in Iowa, his reference 
being to the zoning in the western trunk line class rate re- 
vision. 

Mr. Northcutt, for the Kentucky lines, in answer to a ques- 
tion by Commissioner Tate, said the states around Kentucky 
would not retain the charges they had imposéd if charges were 
not put on Kentucky traffic. He pointed to the recent removal, 
by the West Virginia commission, of the increases it had al- 
lowed last January, to prove that unless the Kentucky charges 
were brought up, the surrounding states would eliminate the 
increases they had allowed. 

Mr. Carson, for West Virginia and Kentucky coal operators, 
opposed the increases on account of the additional handicap 
he claimed they would put on coal in its competition with other 
sources of power, such as natural gas and hydro-electricity. He 
said that since 1921 the coal operators had lost 220,000,000 tons 
production to substitutes and improved combustion, some of 
which they could regain if transportation charges were not 
increased. 

Mr. Williamson was called away from the argument by ill- 
ness, said E. H. Scott and Mr. Orr. Some of the argument of 
the latter was adopted in behalf of Mr. Williamson. 





TRANSPORT AND ECONOMY BILL 


Reversing its previous action rejecting the economy bill as 
it passed the House, the Senate late June 28 voted to approve 
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the bill and thus made action on the measure final so far as 
Congress was concerned. 

Under the act the salaries of the members of the Commis- 
sion, Shipping Board and Board of Mediation will be reduced 
from $12,000 to $10,000 in the fiscal year ending June 30, 1933. 

The membership of the Shipping Board is reduced from 
seven to three. No officer or employe of the Shipping Board 
or Fleet Corporation may be paid in excess of $10,000 a year 
except that where the present salary exceeds $12,500, such 
salary may be made at the rate of $12,500. 


As for government employes generally, with some excep- 
tions, those earning in excess of $1,000 a year are to be fur- 
loughed for one calendar month without pay. 

Provisions in existing law under which government em- 
ployes have had thirty days’ annual leave with pay are sus- 
pended during the fiscal year ending June 30, 1933. A perma- 
nent reduction in annual leave with pay to fifteen days is 
provided for, this to be effective after the close of the fiscal 
year 1933. 

President Hoover signed the bill June 30. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 18 totaled 
518,409 cars, according to reoprts filed by the railroads with 
the car service division of the American Railway Association. 
This was an increase of 16,649 cars above the preceding week 
this year, but a reduction of 220,685 cars below the correspond- 
ing week in 1931 and 402,236 cars under the same period two 
years ago. 


Miscellaneous freight loading for the week ended June 18 
totaled 208,277 cars, an increase of 12,728 cars above the pre- 
ceding week; loading of merchandise less than carload lot 
freight totaled 175,925 cars, a decrease of 756 cars; grain and 
grain products loading for the week totaled 25,873 cars, 1,250 
cars above the preceding week; coal loading totaled 68,603 cars, 
an increase of 1,770 cars; forest products loading totaled 17,140 
cars, an increase of 66 cars; ore loading amounted to 4,290 cars, 
an increase of 1,149 cars; coke loading amounted to 2,941 cars, 
an increase of 294 cars; live stock loading amounted to 15,360 
cars, an increase of 148 cars. 


Revenue freight loading by districts the week ended June 
18 and for the corresponding period of 1931 was reported as 
follows: 


Eastern district: Grain and grain products, 4,368 and 5,086; live 
stock, 1,573 and 1,825; coal, 15,115 and 23,907; coke, 752 and 1,172; 
forest products, 1,439 and 2,350; ore, 430 and 2,286; merchandise, 
L. C. L., 46,812 and 58,905; miscellaneous, 48,406 and 66,741; total, 
1932, 118,895; 1931, 162,272; 1930, 205,236. 

Allegheny district: Grain and gra‘n products, 2,323 and 2,595; 
live stock, 1,233 and 1,408; coal, 18,443 and 28,649; coke, 1,149 and 
2,653; forest products, 789 and 1,696; ore, 996 and 5,372; merchandise, 
L. C. L., 35,522 and 45,404; miscellaneous, 38,952 and 58,663; total, 
1932, 99,407; 1931, 146,440; 1930, 189,189. 

Pocahontas district: Grain and grain products, 177 and 203; live 
stock, 133 and 123; coal, 20,353 and 32,571; coke, 168 and 253; forest 
products, 547 and 933; ore, 25 and 336; merchandise, L. C. L., 4,903 
and 6,024; miscellaneous, 4,209 and 6,497; total, 1932, 30,515; 1931, 46,940; 
1930, 51,777. 

Southern district: Grain and grain products, 2,031 and 2,818; live 
stock, 872 and 1,024; coal, 8,219 and 14,089; coke, 192 and 374; forest 
products, 5,294 and 9,300; ore, 101 and 606; merchandise, L. C. L., 
29,420 and 35,665; miscellaneous, 29,099 and 45,361; total, 1932, 75,228; 
1931, 109,237; 1930, 123,497. 

Northwestern district: Grain and grain prodtcts, 4,794 and 7,328; 
live stock, 3,543 and 6,093; coal, 2,208 and 3,639; coke, 513 and 811; 
forest products, 4,018 and 7,302: ore, 1,099 and 19,781; merchandise, 
L. C. L., 21,740 and 27,233; miscellaneous, 23,875 and 32,658; total, 1932, 
61,790; 1931, 104,845; 1930, 149,052. 

Central Western district: Grain and grain products, 8,241 and 9,161; 
live stock, 6,096 and 7,326; coal, 3,001 and 4,171; coke, 120 and 100; 
forest products, 3,206 and 5,797; ore, 1,474 and 1,962; merchandise, 
L. C. L., 24,496 and 29,379; miscellaneous, 36,957 and 49,528; total, 1932, 
83,591; 1931, 107,424; 1930, 129,888. 

Southwestern district: Grain and grain products, 3,939 and 5,580; 
live stock, 1,910 and 1,750; coal, 1,264 and 2,305; coke, 47 and 88; 
forest products, 1,847 and 3,177; ore, 165 and 297; merchandise, L. C. 
L., 13,032 and 14,526; miscellaneous, 26,779 and 34,213; total, 1932, 
48,983; 1931, 61,936; 1930, 72,006. 

Total, all roads: Grain and grain products, 25,873 and 32,771; live 
stock, 15,360 and 19,549; coal, 68,603 and 109,331; coke, 2,941 and 5,451; 
forest products, 17,140 and 30,555; ore, 4,290 and 30,640: merchand'se, 
L. C. L., 175,925 and 217,136; miscellaneous, 208,277 and 293,661; total, 
1932, 518,409; 1931, 739,094; 1930, 920,645. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1932 1931 1930 

Four weeks in January.............. 2,269,875 2,873,211 3,470,797 
Four weeks in FPeRruary.....sccesees 2,245,325 2,834,119 3,506,899 
Pour WeGKS in MAP... 00. ccccecse 2,280,672 2,936,928 3,515,733 
PIVG WOGES 1B BOE ....06.6cccccccccscs 2,772,888 3,757,863 4,561,634 
a a ee ere 2,087,756 2,958,784 3,650,775 
WROGE GOCE JUNG 8.0... cccceccccccees 447,387 761,084 935,582 
WOUK GHGOE DUNG 271. occccccccccsecees 501,760 732,409 926,066 
WeGK GNGOd June 16.....2-ccscccccres 518,409 739,094 920,645 

EE Gis Cicie sinus oe winaetenea bates. 13,124,072 17,593,492 21,488,131 
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Current Topics in 
Washington 





As not unusual, Congress approached 
the end of this fiscal year with much of 
its work undone. In money matters, June 
30 is the end of all things. Appropria- 
tions are made for one year. The Presi- 
dent of the United States, the chief ex- 
ecutive officer of the government, a much more powerful man 
than the king of any parliamentary government, is as dependent 
on the legislative branch of the government for the means of 
livelihood as any of the few kings left. 


Every few years the members of Congress, particularly the 
senators, become so ensnarled that June 30 is almost on them 
before they realize that the government functions will stop if 
they do not make appropriations. The Senate was aroused 
from its preoccupation in other matters June 25, when Senators 
McNary and Jones reminded their colleagues that a number of 
appropriation bills were still unacted on, among them the in- 
dependent offices bill, carrying money for the Commission. 
McNary, in an effort to get his colleagues to work, asked them 
to meet at 11 o’clock the morning of the next day instead of at 
the usual hour. Jones intervened to suggest 10 o’clock, but 
McNary said “no” to that suggestion. His reason for not desir- 
ing to begin so early was that the senators should have time 
to dispose of their mail before beginning their legislative work 
in the view and gaze of the whole world. An 11 o’clock ar- 
rangement was permitted to stand so that, at that bright and 
early hour on the first working day of the week, they got to 
work on, among other things, the bill in which the Commission 
was interested, though that bill did not come up until several 
hours after the senators had begun their tasks. 


When Congress fails to pass appropriation bills it adopts 
a joint resolution which has the effect of making allowances 
for the current year in the same amounts as for the prior year. 
Then, later, they do the things they should have done before 
July 1. But there is no way to make Congress stay on a 
schedule even in its routine work. Constituents in an Ohio 
district cannot keep such close tab on the man they send to 
Congress that they can turn him over their knees for appro- 
priate action if he has dawdled. The same is true with regard 
to the people of a state who have elected a senator. 


In early parliaments the knights and burghers went there 
as a check, by the common folks, on the king and the powerful 
nobles. It was part of their business to see that the latter got 
as little as the folks back home felt that they should have. If 
they had fiscal years the first day of which was calculated to 
give them an uncomfortable feeling, the fact is not as well 
known as the reason for the check on the king and his court. 


Now, unfortunately, many believe, the folks back home 
have the idea that their representatives are no good unless 
they can bring back “bacon” in the form of appropriations for 
public buildings that are not needed, except as signs of pride, 
and river and harbor improvements that improve chiefly the 
contractors who get the contracts. 

The result of the change in the idea of the folks back home 
is that there are probably two- story public buildings in one 
story towns and river and harbor improvements where the 
traffic is less valuable than the cost of the so-called im- 
provements. 


Procrastinating 
Congress All Hot 
and Bothered 





Anybody is entitled, it might be 
suggested, to his own view as to the 
railroad salaries disclosed by the Com- 
mission’s inquiry into the matter as 
revealed by Senator Couzens. But there are a lot of men who 
can recall Milton H. Smith, the blunt-speaking president, for 
many years, of the Louisville and Nashville. He would never 
take more than $20,000 a year, or it may have been $25,000. 
As he saw the question, no man was worth more than that. 

Sums taken as salaries or bonuses by executives of indus- 
trial companies and unloading of worthless “securities” by 
banking houses, it might be suggested, have done more to im- 
pair faith in the operation of the capitalistic system than any- 
thing Soviet Russia has done among men who have reacted 
with horror to the deadleveling proposals of the Communists 
and Socialists because they like the zest of competition under 
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a system supposed to be fair and honest with every contestant. 
Handling of Ivar Krueger “securities” by a banking house of 
fine reputation, apparently without the least effort on its part 
to find out what was back of them, probably destroyed more 
confidence in New England institutions, in a few months, than 
Soviet Russia could accomplish in decades of effort. 


When the Senate restored the ap- 
propriation for the Commission’s Bureau 
of Valuation to $2,750,000, the House 
figure, instead of leaving it at $750,000, 
as reported by the Senate committee, 
there was a delirium of rejoicing in the 
Bureau of Valuation, duplicating, in a small way, the joyous 
outburst among government workers when they received the 
erroneous report of the signing of the armistice in 1918. 

The sword had been hanging over their heads for so long 
that they had to give vent to their feelings of relief when the 
news came to them that they would get more than half a loaf 
instead of less than a fourth—about a fifth, in fact, if the 
Senate committee’s work had been allowed to stand. 

The thought now is the Commission will be able to hold its 
dismissals to a relatively small figure. 


Valuation Bureau 
Employes Have 
Informal Jubilation 


One of the early settlers at Mansfield, 

Not Enough John O., was John Jacob Wiler, born in Switz- 

Wilers in This erland in 1780. In 1819, having acquired 

a wife whose father owned a tavern need- 

Land in 1927-29 ing an operating executive, Wiler took 

over the job, opening the Wiler House, 

which, before all the Indians left Ohio, became a four story 
structure at one end—a sky-scraper in those days. 

When Wiler took charge he planned everything so carefully 
in relation to his money that, when it became necessary for 
the Swiss immigrant to put up a sign to announce that John 
Wiler was “in our midst,” it was found that, if the new land- 
lord used his whole name, the sign would cost more than he 
could pay for, at least on the nail. 

Perhaps such things as debenture bonds and other ways to 
get other people’s money had not then been invented. But 
Wiler knew about debts—not as things to be forgotten, but as 
things to be paid—and he would have none of them. There- 
fore, the sign was made to fit the pocket book. It bore only 
the words John Wiler, not John Jacob Wiler or even John J. 
Wiler. And John Wiler he remained until he died at the age 
of 104, plus. 

Perhaps not fifty persons now living recall the fame of the 
Wiler House cookery. But many Americans, viewing the 
wreckage caused in the last four years by unnecessarily incurred 
debts, can find reminders of that thrifty Swiss, whose rule, if 
followed, would have saved many headaches, every time they 
see a sulky plow or one of those cash carriers that scoots the 
money along a wire when the shop attendant pulls down a 
lever. Wiler’s son-in-law, Samuel Barr, invented them. Sam- 
uel, however, did not fiddle seriously, if at all, with the prob- 
lem(?) of perpetual motion, as implied in a best seller of a 
few years ago, written by a grand nephew. Samuel was an 
inventor who made money with his inventions, even as has the 
nephew with his. 





According to the word of Post Office 
Department officers, they are going to take 
steps, if necessary, to maintain the gov- 
ernment’s monopoly in the carriage of 
packets, after the first class rate goes up 
from two to three cents. It is a fact not 
generally remembered that a citizen may not go into the 
business of distributing letters or packets in competition with 
the government. 

The growl of post office officers, it is understood, came as 
a result of their hearing about plans that had been made by 
merchants in Washington to hire boys to carry their monthly 
bills to their customers. It was pointed out that a merchant 
might use his own servants to distribute his own bills to his 
customers, but that it would be unlawful for two or more per- 
sons to hire someone to do that for them. 

Gas bills are distributed in this city by employes of the 
gas company, but, if the electric light company joined with 
the gas company to pay the gas company employes for dis- 
tributing electricity bills also, that, it is believed, would be 
called an infringement of the postal monopoly. 

Determination of the postal authorities to conserve their 
revenues in that way suggests what would happen to trucks 
and private barge lines if the government took over the rail- 
roads; that is, what would happen if the people of the coun- 
try permitted their statute writers to follow the precedent 
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created by the monopolistic postal service law. The govern- 


ment would at least regulate its competitors. 





As a considerable number of 
those interested in the work of the 
Commission read the petition of the 
eastern carriers in I. and S. No. 3569, 
the food in glass container case 
(elsewhere in this issue) that docu- 
ment is an invitation, not to a dance, but to a fight. Not a 
rough and tumble fight, because Henry Wolf Bikle, the man 
whose name is signed last to that paper and is, therefore, taken 
as the chief writer thereof, is not that sort of a scrapper. The 
rapier, not the broad sword or blunderbuss, is the weapon he 
prefers. 

The challenge is definite. It asserts that the Commission 
has made an unwarranted invasion of the managerial discretion 
of the chief traffic officers of the eastern carriers; that it has 
substituted its judgment for that of the responsible executives 
on the question as to which ratings will result in more revenue 
for the carriers; and that that substitution is just as much in 
violation of law as it would be for a court to say that a rate 
selected by itself, and not the one the Commission chose, would 
be the just and reasonable one.—A. E. H 


COMMODITIES IN GLASS 


Assailing the decision of the commission in I. and S. No. 
3569, classification rating on food products, less than carloads, 
packed in glass, between points in official and Illinois classifi- 
cation territories, as an “undue and unwarranted invasion of 
the managerial discretion” of their traffic executives, the car- 
riers have asked for rehearing and reargument before the entire 
Commission. The decision of the Commission was that, with 
exceptions, the railroads had not justified their proposal to 
make the ratings on foods in glass (reductions) the same as 
on foods in tin. (See Traffic World, June 4, p. 1187.) 

Asserting that they felt aggrieved by the decision, the car- 
riers declared that the Commission was not an appellate tri- 
bunal set up by Congress to review the decisions of responsible 
carrier executives and to set their decisions aside in any case 
except where the evidence definitely required such action. 

The petition for rehearing, signed by Frank C. Nicodemus, 
one of the receivers of the Wabash; Marion B. Pierce, assistant 
general counsel of the Erie, and Henry Wolf Bikle, general 
attorney of the Pennsylvania, declares that the traffic execu- 
tives promulgated the suspended supplement, No. 13 to Con- 
solidated Freight Classification No. 6, “solely for the purpose 
of conserving the vanishing revenues of the carriers.” 

“Their action was studied and deliberate,” continues the 
petition. ‘All relevant facts were considered and discussed and 
their conclusions were supported by cogent reasons. It is re- 
spectfully submitted that the record in this case does not justify 
interference with the managerial discretion so exercised.” 

In connection with the declaration that the Commission 
was not an appellate tribunal to review decisions of responsible 
carrier executives, the attorneys mentioned declared that the 
same rule applied here as applied to the review of the Com- 
mission’s decision by a United States court. 

“If the Commission acts arbitrarily or without any facts 
to support its conclusion,” say the lawyers for the traffic execu- 
tives, “so that its discretion is clearly and definitely abused, 
the court may properly set its action aside, but when the Com- 
mission weighs the evidence and reaches a final conclusion 
thereon, the courts hold themselves bound thereby even though 
they may regard the conclusion as erroneous.” 

The attorneys said they did not propose to reargue this 
case upon this petition but that they did deem it appropriate 
to state, briefly, why the traffic executives believed that their 
action was sound and that the decision of the Commission, by 
division 2, was undermining carrier revenue. They pointed out 
several considerations which they said showed that the traffic 
executives had not abused their discretion. They said that for 
every 100 pounds of food carried in glass the carriers received 
70 per cent greater revenue than when the foods were packed 
in tin. On that fact alone they suggested that it was clear 
that the carriers, as sound policy, should encourage the use 
of the heavier container. 

“Certainly it cannot be said,” asserted the attorneys, “that 
the carriers have abused their discretion in committing them- 
selves to such a policy.” 


They added that inasmuch as the trucks which gave them 
intensive competition made no distinction in ratings between 
glass and tin, it could not be said that the carriers had abused 
their discretion in conforming their own situation to that of 
their competitors. 

Attached to the petition are resolutions adopted by twenty- 
five chief traffic officers of eastern railroads on June 16 direct- 
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ing the attorneys mentioned to file the petition. That part of 
the petition notes the names of the traffic officers who attended 
the meeting at which the resolutions were adopted. There are 
fourteen traffic vice-presidents and eleven chief traffic officers 
who are not called traffic vice-presidents, the latter including 
the veteran W. C. Maxwell, whose title is chief traffic officer 
of the Wabash. 

The petition, it is believed, raises a definite issue between 
the traffic officers and the members of division 2, the one that 
made the decision. The division, speaking through Commis- 
sioner Aitchison, touched upon the question of managerial dis- 
cretion. 

“Respecting, as we do, the sphere of proper managerial 
discretion of the respondents,’ said Commissioner Aitchison, 
“we conclude on this record that the claimed benefits to them 
would not result, or would be more than outweighed by the 
losses flowing from this proposal.” 


The only beneficiaries, the Commission said, would be those 
interested in glass-packed foods, at the expense of other inter- 
ests and the rate structure in general. It said that the reduction 
of the ratings would deplete an already diminished income “in 
a time of financial emergency.” 


LIQUID FUEL REPORT BILL 


The Senate committee on interstate commerce has made a 
favorable report on and the Senate has passed S. 4616, intro- 
duced by Senator Reed, of Pennsylvania, imposing on consign- 
ors of liquid fuels, across state lines, the duty of making 
monthly reports to the Bureau of Mines of the Department of 
Commerce, of all such consignments. The Bureau of Mines is 
required by the bill to compile the reports and make them 
available to the taxing authorities, state and national. The 
object of the bill is to put a curb on evaders of the gasoline 
taxes. 

As introduced the bill made it the duty of the Bureau of 
Mines to make the information available to the taxing author- 
ities of the several states Since its introduction the national 
government has also placed a tax of a cent a gallon on gasoline, 
hence an enlargement to include national taxing authorities. 


Not later than the twentieth of the month each consignor 
is to furnish the following data concerning the consignments in 
the prior month: The name and address of the consignor of 
such liquid fuel; the date and point from which the shipment 
was made; the means or method of transportation, including the 
name of the vessel, the number of the tank car, or license 
number of the tank truck; the name and address of every 
consignee, including the name of the consignor when he is also 
the consignee; the destination of every consignment; the 
quantity, in gallons, of every consignment, and the quality or 
kind of liquid fuel of each consignment. Failure to make re- 
ports is a misdemeanor, subjecting the offender to a fine of 
$1,000. The bill carries a definition of liquid fuels, as follows: 


The term liquid fuels, as used in this act, shall mean and include 
any inflammable liquid, by whatever names such liquid may be known 
or sold, which is used, or is practically or commercially usable, either 
alone or when mixed or compounded in internal-combustion engines, 
for the generation of power. 


Senator Reed said passage of the measure was desired by 
the tax commissioners of more than thirty-six states. It was 
sent to the House. 

Representative Wyant, of Pennsylvania, has introduced in 
the House H. R. 12842, imposing on consignors of liquid fuels 
the duty of making monthly reports to the Bureau of Mines of 
the Department of Commerce. 


N. A. R. U. C. MEETING 


At a meeting in Chicago, June 25, attended by twenty-one 
of its twenty-five members, the executive committee of the Na- 
tional Association of Railroad and Utility Commissioners de- 
cided to deviate somewhat from precedent at the forthcoming 
meeting of the Association in November at Hot Springs, Ark. 
Instead of spreading a large number of subjects over the annual 
docket, for disposition at the Hot Springs convention, November 
15 to 18, three subjects will receive the major portion of the 
time. They are motor transportation, holding companies, and 
valuation. 

It was also decided to hold the meeting open to anyone 
interested in the matters to be considered, rather than limit- 
ing attendance to members and others especially invited. The 
action was in the nature of formulating policy, rather than that 
of having determined on program details. Highway transpor- 
tation and policies with respect to that subject occupied much 
of the five-hour session presided over by Hugh Williams, of 
New Mexico, chairman of the committee. 
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Decisions of Interstate Commerce Commission 





ROUGH AND DRESSED STONE 


ECAUSE the spread proposed between rates on rough and 

dressed stone was deemed too wide, the Commission, by 
division 2, in I. and S. No. 3589, stone from the Bedford, Ind., 
district to Chicago, Ill., and related points, and No. 23038, Cut 
Stone Contractors’ Association of Chicago et al. vs. C. I. & L. 
et al., found not justified the proposed revision of interstate 
rates on rough and dressed stone from the Bedford-Blooming- 
ton, Ind., district to Chicago, Ill., and points adjacent thereto 
in Illinois, Indiana and Wisconsin, ordered the suspended sched- 
ules canceled and discontinued the proceeding. 

In the formal complaint case the Commission found the 
rates on rough stone from the district last mentioned to des- 
tinations in the Chicago switching district unduly prejudicial 
to the Chicago complainants to the extent that they may ex- 
ceed rates three cents less than those contemporaneously main- 
tained from and to the same points on dressed stone. New 
rates are to be published not later than September 23. 

Rough stone, as defined in the order, is a limestone sawed 
on four sides or less. Rates on such stone are not to exceed 
three cents less than those on limestone further finished than 
sawed on four sides, but not carved, lettered, polished or traced. 

The proposed spread, four cents, the Commission said, 
would result in the rate on rough stone being but 80 per cent 
of that on dressed stone, whereas in O’Meara vs. B. & O., 157 
I. C. C. 785, and 183 I. C. C. 3, it prescribed a relationship which 
made the rate on rough stone about 86.5 per cent of the rate 
on dressed stone. The Commission treated the O’Meara case 
as controlling this one. The proposed rates were published in 
an effort to satisfy the complaint also disposed of in this report. 

Commissioner Tate, concurring in part, expressed the view 
that the spread should be greater than that fixed in the report. 


EX-LAKE COAL FROM CHICAGO 


Based on a finding of unreasonableness, the Commission, 
by division 3, in No. 24579, South Chicago Coal & Dock Co. vs. 
Belt Ry. et al., has ordered a reduction, not later than Septem- 
ber 21, in the rate on ex-lake bituminous coal, from Chicago to 
Rockford, Ill., from $1.58 a net ton to $1.15. To that rate the 
Commission said the emergency charge authorized in the Fifteen 
Per Cent Case, 1931, might be added. 

The complainant, according to the report, seeking a rate of 
90 cents, urged that any rate over $1 a ton would not avail to 
move this ex-lake coal freely. In connection with a discus- 
sion of the thirteenth section proceeding the Commission has 
against the intrastate coal rates prescribed by the Illinois com- 
mission, the report said that a witness for the complainant said 
that if a rate of $2 from southern Illinois to Rockford were 
increased to $2.10, a rate of $1.10 on this ex-lake coal from Chi- 
cago to Rockford would be sufficiently low to enable the com- 
plainant to obtain some of the business at Rockford. The Com- 
mission said that the rate from Chicago to Rockford would have 
to be reduced 45 cents a ton or to the basis of $1.13 a ton to 
equal the all-rail rate from eastern fields, where the ex-lake 
coal originates. Irrespective of what rate would be necessary 
for the complainant to meet competition from Illinois mines, the 
Commission said, the pivotal issue was the reasonableness of 
the rate assailed. 

Because of the relatively high freight rates, the report 
said, the complainant had generally distributed its ex-lake ton- 
nage from South Chicago to Chicago by truck. Twenty-eight 
carloads were sent to Rockford in the last two years. The 
railroads and the Illinois Coal Traffic Bureau opposed the com- 
plaint, while Rockford interests favored it. The case was heard 
jointly with representatives of the Illinois commission. The 
intrastate rate from Chicago to Rockford is $1.73. 


BONE ADJUSTMENT 


A downward adjustment of rates on bones, other than 
human or fresh-meat bones, has been ordered in No. 24252, 
George K. Hale Manufacturing Co. et al. vs. Atlantic & Yadkin 
et al., a sub-number, Same vs. A. C. L. et al. and No. 24172, 
Carolina Button Corporation vs. Ann Arbor et al., not later 
than September 21. The Commission, by division 5, has found 
unreasonable the rates on the sort of bones mentioned, from 
points in the Buffalo-Pittsburgh, trunk line and New England 
territories, from Toronto, Canada, in so far as the transporta- 
tion takes place within the United States, and from East St. 





Louis, Ill., to Mount Airy, N. C., to the extent they exceeded 
or may exceed the rates on fertilizer and fertilizer materials, 
for like distances, found reasonable in Fertilizer and Fertilizer 
Materials, 151 I. C. C. 613. 

Rates on bone scrap from Mount Airy to points in the 
territories mentioned were also found unreasonable, and, in 
some instances, in violation of the fourth section, to the extent 
they exceeded or might exceed the rates on fertilizer and ferti- 
lizer materials. 

A further finding was that the rates on imported bones, 
from Norfolk, Va., to Mount Airy and charges for handling and 
storage at Norfolk were and would be unreasonable and unduly 
prejudicial to the extent they exceeded or might exceed the 
rates and charges on imported fertilizer and fertilizer materials 
from Norfolk to Mount Airy. 

The Commission said that to the rates prescribed the car- 
riers might add the emergency charges authorized in the Fif- 
teen Per Cent Case, 1931. 


TRANSCONTINENTAL GRAIN 


The Commission, by division 3, in a report written by Com- 
missioner Lee, in No. 23476, Smith & Scott, Inc. vs. A. T. & 
S. F. et al., No. 23692, Los Angeles Grain Exchange vs. S. P. et 
al. and four sub-numbers thereunder, Globe Grain & Milling Co. 
vs. Same; J. B. Hill & Co. vs. Same; Tarr & McComb Cor- 
poration vs. Same; and Taylor Milling Co. vs. Same, has de- 
termined the applicable rates on grain and grain products from 
transcontinental groups F and G via Missouri River points to 
destinations in California, moving under transit, diversion, and 
reconsignment privileges; decided that the establishment of 
through routes and joint rates was not warranted; and disposed 
of a fourth section question as to rates to San Diego, Calif. 
Having indicated what the carriers should do about the issues, 
the Commission has dismissed the complaints. 

In the title complaint the points of origin were in groups 
F and G in Kansas, Nebraska and Colorado. In No. 23692 and 
the sub-numbers thereunder the points of origin were in trans- 
continental groups E, F, G, H, and J. Commissioner Lee said 
that the evidence was confined to shipments originating in 
groups F and G and that the findings were restricted accord- 
ingly. The rates mentioned do not include the emergency 
charges authorized in the Fifteen Per Cent Case, 1931. The 
nature of the complaints is indicated by the findings, as follows: 





We find that the rates collected or sought to be collected on ship- 
ments of grain and grain products from transcontinental Groups F 
and G in Kansas, Nebraska, and Colorado, when stored at Missouri 
River points in accordance with Rock Island transit arrangement, 
thence reshipped over the Rock Island and Southern Pacific to point 
in California, milled in transit at Los Angeles, Colton, Sacramento, or 
San Francisco, under the Southern Pacific transit arrangement, and 
reshipped to destinations in California not located on the Southern 
Pacific, were and are inapplicable to the extent they exceeded or 
exceed the applicable transcontinental rates of 61 and 68 cents on corn 
and wheat, respectively, and on the products thereof out of the Cali- 
fornia transit points, transit balances based on the transcontinental 
rates of 63.5, 67, and 68 cents applicable, respectively, on cracked 
corn, poultry feed, and animal feed. Overcharges were collected on 
a number of shipments and should be refunded. 

We further find that the applicable rates on similar shipments 
originating, stored in transit, and routed as aforesaid, when recon- 
signed or diverted from Los Angeles, Colton, Sacramento, or San 
Francisco, to destinations in California not located on the lines of the 
Southern Pacific, were and are combinations of the previously men- 
tioned applicable transcontinental rates to the California Southern 
Pacific junctions, plus the local rates beyond; that such applicable 
combination rates were and are not unreasonable, unjustly discrimina- 
tory, or unduly prejudicial; and that public interest does not require 
the establishment of through routes and joint rates from and to such 
points. 

We further find that the maintenance prior to September 8, 1928, 
of rates on grain and grain products from the origin points considered 
to San Diego, and other points intermediate between El Centro and 
Los Angeles on the lines of the San Diego & Arizona and the Santa 
Fe, higher than the rates on like traffic contemporanéously applicable 
to Los Angeles, was in violation of the long-and-short-hald clause of 
section 4, but that no damage to complainants resulted therefrom. 


COMMISSION REPORTS 


Antimonial Lead 


I. and S. No. 3700, lead, Fostoria, O., etc., to C. F. A. points 
and I. and S. No. 3737, same title. By division 3. Proposed can- 
cellation of commodity rates on antimonial lead, in pigs or slabs, 
straight or mixed carloads with other pig lead, and on scrap 
lead having value for remelting purposes only, carloads, Fos- 
toria, O, to Buffalo, N. Y., Chicago, Ill., and other stations in 
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central territory, leaving sixth class rates to apply, found jus- 
tified. Suspension orders canceled and proceedings discontinued. 


Dried Beans 

No. 21144, Williamson-Halsell-Frasier Co. et al. vs. O. S. L. 
et al., and I. and S. No. 3561, dried beans and peas from Rocky 
Mountain states to southwestern territory. By the Commission 
on further hearing. Complaint dismissed. Rates, dried beans, 
carloads, points in Colorado, Utah, Idaho and Montana to des- 
tinations in Oklahoma, not unreasonable. Finding in former 
report, 168 I. C. C. 9, that rates for the future would be un- 
reasonable, reversed. Suspended schedules filed in response 
to findings and order in former report ordered canceled and 
proceeding discontinued. Schedules to be canceled not later 
than August 14. Commissioner Lee, dissenting, said he adhered 
to the conclusions reached in the former report. 


Potatoes 


Uo. 23205, Nebraska State Railway Commission et al. vs. 
A. T. & S. F. et al., and two sub-numbers thereunder, Public 
Service Commission of Wyoming vs. Same and Nebraska Certi- 
fied Potato Growers’ Co-Operative et al. vs. Arkansas Railway 
Co. et al; No. 24876, Cochrane Brokerage Co. et al. vs. A. T. 
& S. F. et al., and a sub-number thereunder, L. Singer & Sons 
Produce Co. vs. C. B. & Q. et al. By division 4. Rates, po- 
tatoes, other than sweet, origins in western and central Ne- 
braska and eastern Wyoming to points in Oklahoma, Arkansas, 
Texas, Louisiana and Mississippi and to Memphis, Tenn., and 
from eastern Wyoming to other points in Tennessee, not un- 
reasonable and unduly prejudicial in the past, but unreasonable 
and unduly prejudicial for the future to the extent they may 
exceed rates from the Greeley district of Colorado to the same 
destinations. Rental of $5 a car a trip for the use of refriger- 
ator or other insulated cars for the shipment of potatoes, other 
than sweet, from western and central Nebraska to points in 
the states before mentioned, unduly prejudicial to shippers in 
western and central Nebraska and unduly preferential of ship- 
pers in eastern Wyoming and the Greeley district. Carriers 
required to remove undue prejudice in the car rental matter 
not later than September 1. Rates, western and central Ne- 
braska and eastern Wyoming to be established to the destina- 
tion territory mentioned not exceeding those from the Greeley 
district not later than September 1. Commissioner Eastman 
wrote a concurring expression. 

Handles and Material 

I. and S. No. 3675, wooden handles and handle material. 
By division 3. Proposed rates, commodities mentioned, within 
southern territory and between points in that territory and 
points in official, Illinois and western trunk line territories, 
justified. Order of suspension vacated and proceeding discon- 
tinued. 

Wheat 


No. 22219, Seele Brothers Grain Co. vs. C. & A. et al. By 
the Commission. Upon rehearing, rates, wheat, points in Indi- 
ana to Memphis, Tenn., found to have been inapplicable. Ap- 
plicable rates found to have been, including a one cent switching 
charge at East St. Louis, IIll., 32.5 cents from Rolling Prairie 
and Wyatt; 32 cents from Teegarden; 30 cents from South 
Wanatah and North Hayden, and 34 cents from Syracuse and 
Nappanee. Findings in original report, 163 I. C. C. 396, modi- 
fied accordingly. Reparation awarded. 


Limestone 


No. 22259, Greensboro Cut Stone Co. et al. vs. I. C. et al.; 
No. 23896, Same vs. Same, and parts of fourth section applica- 
tions Nos. 1548, 1561 et al. By division 3. Dismissed. Rates, 
limestone, rough quarried, sawed, four sides or less, Bedford 
district of Indiana to Greensboro and Durham, N. C., not un- 
reasonable or otherwise unlawful. Relief denied in fourth sec- 
tion order No. 10958, sawed stone from Bedford, Ind., effective 
October 22. Revised rates to be made effective on statutory 
notice. Report said there was no evidence in support of the 
applications. Denial is to continue disregard of the long and 
short haul part of the section to destinations in the Carolinas 
to which Greensboro and Durham are intermediate. 


Crude Fire Clay 


No. 24474, Ironton Fire Brick Co. vs. C. & O. et al. By 
division 5. Rate, crude fire clay, Bradmyer and Enterprise, 
Ky., to Ironton, O., unreasonable to the extent it may exceed 
$1.05 a net ton to which may be added the charge permitted by 
the Fifteen Per Cent Case, 1931. New rate to be effective not 
later than September 21. 


Vegetables by Express 


No. 24077, Georgia Public Service Commission vs. Railway 
Express Agency, Inc. By division 5. Dismissed. Any-quantity 
express rates, fresh vegetables, points in Georgia to destina- 
tions in official territory not shown to have been or to be un- 
reasonable or otherwise unlawful. Failure of defendant to 
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maintain carload express refrigerator service, fresh vegetables 
between the points mentioned, while contemporaneously main- 
taining like rates and service from points in Alabama, Louis- 
iana, Mississippi, Tennessee and Kentucky, not unreasonable, 
unduly prejudicial or unduly preferential. 
Fish 

No. 24217, United States Fisheries Association vs. A. C. & 
Y. et al. By division 5. Dismissed. Rates, fresh or frozen 
fish, between points in official territory not unreasonable. Rule 
requiring application of fish rate on ice loaded in body of car 
for the preservation of the fish, when taken by consignee, and 
on ice placed in the packages with the fish, not unreasonable. 


Cattle 


No. 24470, I. T. and C. A. Welch vs. M., St. P. & Ste. M. 
et al. By division 3. Dismissed. Rates, cattle, Waupaca, Wis., 
to West Edmeston, N. Y., not unreasonable. 

Vinegar 

I. and S. No. 3678, vinegar from the southwest and Kansas- 
Missouri. By division 3. Proposed cancellation of commodity 
rates on vinegar, points in the southwest and Kansas-Missouri 
territory to points in Missouri, Kansas, Iowa, Nebraska, Min- 
nesota, Illinois, Mississippi, Alabama and Tennessee, found not 
justified. Schedules ordered canceled and proceedings discon- 
tinued. Finding is without prejudice to the filing of new sched- 
ules canceling all the outbound commodity rates from the south- 
west and Kansas-Missouri territory with the exception of those 
from the origins to the destinations specified in an appendix. 
The origins and destinations are Rogers and Springdale, Ark., 
to points in Missouri, Illinois, Iowa, Nebraska, Minnesota, Ten- 
nessee and Alabama; from Marionville, Mo., to points in Iowa, 
Missouri, Tennessee and Illinois, and from Springfield, Mo., to 
points in Iowa and Nebraska. 


Flood-Damaged Paper 


No. 24669, Emerson Carey Fibre Products Co. vs. C. R. I. 
& P. et al., and two sub-numbers, Same vs. G. C. & S. F. 
et al. and Same vs. B. S. L. & W. et al. By division 2. Rate, 
flood-damaged paper, carloads, Houston, Texas, to Hutchinson, 
Kan., unreasonable to the extent it exceeded 33 cents, minimum 
40,000 pounds. Reparation awarded. 


Silicate of Soda 


No. 24623, South West Box Co. vs. A. T. & S. F. et al. By 
division 3. Dismissed. Rate, silicate of soda, Fortville, Ind., to 
Sand Springs, Okla., not unreasonable or unduly prejudicial. 


Hogs 


No. 23975, North Packing & Provision Co. et al. vs. C. R. I. 
& P. et al. By the Commission. Rates, hogs, in double deck 
carloads, Valley Junction, Ia., to East Cambridge, Worcester and 
Brightwood, Mass., New Haven, Conn., Harrison, N. J., and 
Harrisburg, Pa., inapplicable. Applicable rates between Febru- 
ary 15, 1927, and October 31, 1928, were 83.5 cents to East 
Cambridge, Worcester, Brightwood, New Haven and Harrison, 
and 80.5 cents to Harrisburg; and between November 1, 1928, 
and February 4, 1930, were 78.5 cents to East Cambridge, Wor- 
cester, Brightwood, New Haven and Harrison, and 75.5 cents 
to Harrisburg. Reparation awarded. Commissioner Farrell, 
dissenting, said that as he understood the law the facts set 
forth in the report did not constitute a proper basis for an award 
of reparation. Commissioner Tate joined in that expression. 


Box Shooks Reparation 


No. 22925 (Sub. No. 1), Wagoner Lumber Co. vs. S. A. L. 
et al. By division 3. Upon further hearing, amount of repara- 
tion due on shipments of box shooks, Pamplico, S. C., to Con- 
cord and Kannapolis, N. C., delivered after November 1, 1927, 
determined to have been $2,185.29, under the finding of unrea- 
sonableness in the original report, 172 I. C. C. 663. 


Scrap Brass and Copper 
No. 24703, Federated Metals Corporation vs. I. C. et al. 
By division 2. Rate, one car, scrap brass and copper, Gordon, 
Ga., to St. Louis, Mo., inapplicable. Applicable rate, 65 cents, 
not unreasonable. Reparation of $3.60 awarded. 


Scrap Iron 


No. 24778, Shreveport Chamber of Commerce vs. Burling- 
ton-Rock Island et al. By division 2. Dismissed. Award of 
reparation, shipments of scrap iron, Mexia, Navarro and 
Wortham, Texas, to Shreveport, La., found barred and, there- 
fore, no finding made with respect to allegation of unreason- 
ableness. Rates assailed, not unjustly discriminatory or unduly 
prejudicial. 

Wet Casein 


No. 24781, Lansing Dairy Co. vs. Wabash et al. By division 
2. Dismissed. Rate, wet casein, carload, Detroit, Mich., to 
Gresham Station, Chicago, IIl., applicable and not unreasonable. 
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July 2, 1932 


PROPOSED REPORTS 


Unmanufactured Tobacco 


I. and S. No. 3674, unmanufactured tobacco in the south. 
By Examiner William A. Disque. Recommends finding of justifi- 
cation as to proposed revision of rates on unmanufactured 
tobacco in the south and from the south to official classification 
territory. Examiner said the present rate structure involved 
many maladjustments and departures from the long-and-short 
haul rule and that the revision under consideration was the 
result of fourth section order No. 10300, by which the carriers 
were required to bring their rates into conformity with the 
long-and-short haul rule by December 9, 1931. The revision, he 
said, would entail many increases and reductions, mostly of small 
amount and unimportant, except that there would be very gen- 
eral substantial increases from Kentucky to Virginia and North 
Carolina points. 

Cotton Linters 

No. 24983, Trammell-Early & Co. vs. C. C. C. & St. L. et al. 
By Examiner Herbert P. Haley. Recommends reparation award 
on finding that rate, on one carload of uncompressed cotton 
linters, Paris, Ark., to Indianapolis, Ind., was inapplicable, that 
applicable rate was $1.28, and that the applicable rate was 
unreasonable to the extent it exceeded 98 cents. 


Crushed Sandstone 


No. 24936, O. A. Smith Agency, Inc., vs. I. C. et al. By Ex- 
aminer Harold M. Brown. Reparation recommended on finding 
that rates, crushed sandstone with 2 or 3 per cent natural 
bituminous content, Big Clifty, Ky., to Ironton, O., and Milwau- 
kee, Wis., were unreasonable to extent they exceeded $2.10 to 
Ironton and $2.45 to Milwaukee. 


Switch Connection at Pipestone 


No. 24464, J. W. Hilliard Co. vs. G. N. et al. By Examiner 
Morris H. Konigsberg. Recommends dismissal of complaint 
asking for establishment of switch connection between Great 
Northern and Chicago, Milwaukee, St. Paul & Pacific, at Pipe- 
stone, Minn., on finding that record does not warrant a require- 
ment that the switch connection sought should be established. 

Junk 


No. 24772, Michigan Scrap Iron Co. vs. C. & N. W. et al. 
By Examiner C. Garofalo. Rate, two carloads, junk, Ironwood, 
Mich., to Duluth, Minn., inapplicable. Applicable rate proposed 
to be found to have been 15.5 cents, minimum 40,000 pounds. 
Reparation of $53.56 proposed. 


Furniture 


No. 25010, Joerns Brothers Manufacturing Co. vs. C. M. 
St. P. & P. By Examiner Leland F. James. Dismissal proposed. 
Rate, two shipments, furniture, in mixed carloads, Milwaukee, 
Wis., to Minnesota Transfer, Minn., applicable and not unlawful. 


Agricultural Implements 


No. 24852, Krakauer-Zork Co. vs. N. Y. C. et al. By Examiner 
Carl A. Schlager. Rates, agricultural implements, South Bend, 
Ind., and Cleveland, O., to El Paso, Tex., for export, unreason- 
able to the extent they exceeded $1.40 from South Bend and 
$1.46 from Cleveland. Reparation of $381.68 proposed. 


Preheaters 


No. 25008, Oklahoma Operating Co. vs. A. T. & S. F. et al. 
By Examiner Carl A. Schlager. Dismissal proposed. Rate and 
rating, two carloads, preheaters, Elmwood, Conn., to Oklahoma 
City, Okla., proposed to be found applicable and not unrea- 
sonable. 
Potatoes 


No. 24967, Carolina Shippers’ Association, Inc., et al. vs. 
L. & N. et al. By Examiner Albert E. Stephan. Rate, potatoes, 
Foley, Ala., to Goldsboro, N. C., unreasonable-for the future to 
the extent it may exceed 61.5 cents plus the 1931 emergency 
charge. 


M. & B. EXTENSION PLANS 


Examiner O. D. Weed, in Finance No. 9032, Marianna & 
Blountstown Railroad Co. proposed acquisition and construction, 
has recommended that the Commission permit the applicant to 
acquire the 32 miles of railroad of the bankrupt Alabama, 
Florida & Gulf extending from Cowarts, Ala., to Greenwood, 
Fla., a distance of about 32 miles, for $40,000 and the construc- 
tion of two extensions whereby the two roads would be united. 
The cost of the extensions is estimated at a little less than 
$90,000. The extensions proposed to be authorized would be 
from Greenwood to Marianna, a distance of about nine miles, 
and from Wilson to Dothan, Ala., a distance of about five miles. 

The applicant said, in answer to the Commission’s ques- 
tionnaire, it proposed to build from Wilson to Dothan instead 
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of the alternative extension which would connect the applicant 
with the Atlanta & St. Andrews Bay. The L. & N., A. C. L. 
and Atlanta & St. Andrews Bay intervened in opposition. They 
said the costs would be greater than estimated by the applicant. 

The applicant urged, said Weed, that if the two lines were 
operated independently they would soon have to go out of 
business, but that if united they should have profitable traffic 
for many years, the united lines being about 84 miles long. 
Weed said the record did not indicate a great need for addi- 
tional railroad mileage, but that the combined lines would prob- 
ably have enough traffic to support them and greatly aid in the 
development of their territory, although it probably would take 
some traffic from the L. & N. and the A. C. L. 


CONTROL OF NORTHEAST OKLAHOMA 


In a proposed report on further hearing in Finance No. 
8645, Northeast Oklahoma Railroad Co. control, Examiner R. R. 
Molster has recommended that the original finding that the 
proposed acquisition by the Missouri Pacific Railroad Co. of 
control of the Northeast Oklahoma Railroad Co., by purchase 
of capital stock, for the consideration and upon the terms and 
conditions proposed, is not shown to be in the public interest, 
be affirmed. The previous report is in 180 I. C. C. 112. 

In the original report the Commission, by division 4, held, 
among other things, that the maximum price of $1,074,740 pro- 
posed to be paid by applicant for the Northeast Oklahoma had 
not been justified and that the expenditure of that amount, 
under prevailing economic conditions, would not be a prudent 
commitment of carrier funds. 

Examiner Molster directed attention to the fact that the 
Missouri Pacific had pending before the Reconstruction Finance 
Corporation an application for a loan of $23,250,000 and that 
installments aggregating $17,100,000 already had been approved 
by the Commission. He said that as to the applicant’s ability 
to finance the purchase price proposed to be paid for the North- 
east Oklahoma’s securities, the only present testimony was that 
the contract required payment of the amount in cash, subject 
to set-offs for indebtedness of the carrier to the applicant. Con- 
tinuing, he said: 





The previous report contains the statement that.it seems agreed, 
among the parites, that control of the carrier Northeast Oklahoma 
by a trunk line is desirable and in the public interest to the end that 
the carrier’s facilities and service may be preserved in competition 
with the Frisco. It does not follow that acquisition of such control 
must or should be accomplished on terms which may be regarded 
unduly burdensome for the acquiring carrier. 

Apprehension as to the carrier’s future has not operated to 
deter the holders of its securities from driving a hard bargain. In 
the state in which the market long has been and now is for railroad 
securities generally, the purchase by the applicant, at par, of un- 
listed securities of a carrier needing trunk-line support, obviously 
would be an extraordinarily advantageous arrangement for the security 
holders. The applicant’s persistence in its prosecution of the present 
proposal despite the fact that, under the terms of the contract with 
the carrier’s stockholders it had the option to withdraw from the 
obligations thereof when the original decision herein was announced, 
is strongly suggestive of some external pressure unrelated to the 
public interest. 


W. & L. ABANDONMENT 


The Commission, by division 4, in Finance No. 9073, Wash- 
ington & Lincolnton Railroad Co. abandonment, has authorized 
Charles A. Wickersham, receiver, to abandon the entire line of 
that company, extending from Washington to Lincolnton, Ga., 
a distance of a little more than twenty miles. Opposition was 
made by Lincoln county, Lincolnton and shippers along the 
line. The report said that the communities served by the rail- 
road would be considerably inconvenienced by the proposed 
abandonment but that they could not expect continued opera- 
tion if they did not furnish enough traffic. The record, the 
report said, showed a growing tendency to use motor vehicles 
for transportation. 


FINANCE APPLICATIONS 


Finance No. 9499. Ashley, Drew & Northern Railway Co. asks 
authority to issue $600,000 of general mortgage gold bonds and to 
pledge such amount thereof as may be required with the Reconstruc- 
tion Finance Corporation and approved by the Commission for a loan 
of $400,000. 

Finance No. 9500. Middle Fork Railroad Co. asks authority to 
issue and sell 1,000 shares of capital stock in the aggregate par 
value of $100,000. Applicant proposes to deliver 750 shares to Moore, 
Keppel & Co., in payment for the line of railroad and appurtenant 
common carrier facilities which applicant was authorized to acquire 
in Finance No. 8551, Middle Fork R. Co. acquisition. The line ex- 
tends from Midvale to a point 1.013 miles above Cassity, W. Va., 
13.025 miles. 

Finance No. 3511. Lehigh Valley Railroad Co. asks authority 
to pledge and repledge, to and including December 31, 1933, an addi- 
tional amount not exceeding $2,000,000 of 5 per cent general consoli- 
dated mortgage bonds, now in its treasury, as collateral security for 
short-term notes because of decline in market price of the bonds 
of this issue of which $7,500,000 are pledged with J. P. Morgan & 
Co. for loan of $2,700,000, and $5,000,000 are pledged with the First 
National Bank of the City of New York, for loan of $1,800,000. Ap- 
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plicant said these institutions had requested that the collateral be 
increased. 

Finance No. 9488. Chicago, Indianapolis & Louisville Railway Co. 
asks authority to issue promissory note for $50,000 in renewal or 
payment of a 90 day note of like amount heretofore issued to secure 
a bank loan from the First National Bank of Chicago, due July 11. 
The note will mature on or before two years from date of issue 
and will bear interest not in excess of 6 per cent. 

Finance No. 9489. Oregon-Washington Railroad & Navigation 
Co. asks authority to abandon its Amwaco branch, between Bell, 
Wash., and Amwaco, Ida., 14.1 miles. 

Finance No. 9490. Oregon-Washington Railroad & Navigation Co. 
asks authority to abandon its Beaver branch, between Beaver and 
Jefferson, Idaho, 8.66 miles, except the portion thereof which is 
included in the wye track at Beaver. 

Finance No. 7320. Grand Trunk Western Railroad Co. asks that 
order of Commission in this proceeding, dated November 8, 1929, be 
modified so as to provide that all or any part of the therein referred 
to holdings of the capital stock of the Belt Railway Co., of Chicago; 
Chicago & Western Indiana Railroad Co.; Chicago, New York & Boston 
Refrigerator Co., Detroit & Toledo Shore Line Railroad Co., Detroit 
Terminal Railroad Co. and Toledo Terminal Railroad Co., may be pledged 
and repledged from time to time as collateral security for short term 
notes that may be issued to the Railroad Credit Corporation. 


UNCONTESTED FINANCE CASES 


Repurt and certificate in F. D. No. 9026, permitting the Green- 
wich & Johnsonville Railway Company to abandon part of its line of 
railroad in Rensselaer and Washington Counties, N. Y., approved. 

Report and order in F. D. No. 9447, authorizing the Old Colony 
Railroad Company to issue not exceeding $1,329,000 of first mortgage 
gold bonds, series D, to refund maturing bonds and to provide in 
part for the applicant’s indebtedness to the New York, New Haven & 
Hartford Railroad Company for advances made for capital expendi- 
tures; said bonds to be pledged and repledged as collateral security 
for short-term notes, approved. 

Report, certificate, and order in F. D. No. 9381, (1) authorizing 
the Litchfield & Madison Railway Company to construct an extension 
of its railroad in Madison county, Ill., and (2) denying request for 
permission to retain excess earnings, approved. 

Supplemental report and order in F. D. No. 9130, authorizing the 
Erie Railroad Co. to issue not exceeding $2,600,000 of refunding and 
improvement mortgage 6 per cent gold bonds, series of 1932, to be 
pledged with the Railroad Credit Corporation as collateral security 
for a loan, approved. 


COMMISSION ORDERS 


No. 25221, Southwest Paper Co. vs. A. T. & S. F. et al. The 
Morton Salt Co. permitted to intervene. 

No. 25312, Continental Oil Co. vs. C. B. & Q. et al. White Eagle 
Oil Corporation, Standard Oil Co. (Indiana) and Midwest Refining Co. 
permitted to intervene. 

Finance No. 5669. Prescott & Northwestern, excess income. Time 
for compliance with order dated February 1, 1932, is extended to 
August 20, 1932. 

No, 22972, Boston Excelsior Co. ys. A. C. L. et al. Order entered 
herein on January 23, 1932, as subsequently modified, is vacated and 
set aside. 

Fourth Section Application 13465, class and commodity rates to 
Michigan City and South Bend, Ind. Petition of Agents Curlett, 
Jones, Galligan and Van Ummersen, for modification of Fourth Sec- 
tion Order 9896, class and commodity rates to Michigan City and 
South Bend, Ind., entered in said application, denied in so far as it 
affects rates covered by Fourth Section Order 9896. 

Fourth Section Application 13143, class and commodity rates to 
Hudson and Hudson Upper, N. Y. Petition of Agents Curlett, Galli- 
gan and Van Ummersen, for a modification of Fourth Section Order 
9610, class and commodity rates to Hudson and Hudson Upper, N. Y., 
entered in said application, denied in so far as it affects rates covered 
by Fourth Section Order 9610. 

Fourth Section Application No. 12986, class and commodity rates 
from and to points on New York, Ontario & Western. Petition of 
Agents Curlett, Jones, Galligan and Van Ummersen, for a modifica- 
tion of Fourth Section Order 9449, corrected, class and commodity 
rates from and to points on N. Y. O. & W., entered in said applica- 
tion, denied, in so far as it affects rates covered by Fourth Section 
Order 9449, ‘corrected. 

Fourth Section Application 13116, class and commodity rates to 
points in Trunk Line territory. Petition filed by Agents Curlett, 
Jones, Galligan and Van Ummersen, for a modification of Fourth 
Section Order 9599, class and commodity rates to points in Trunk 
Line territory, entered in said application, denied, in so far as it 
affects rates covered by fourth section order No. 9599. 

Fourth Section Application 13914, class and commodity rates from 
stations on Bloomsburg branch of Reading Co. Petition filed by 
Agents Curlett, Jones, Galligan and Van Ummersen, for a modification 
of Fourth Section Order 10261, class and commodity rates from sta- 
tions on Bloomsburg branch of Reading Co., entered in said applica- 
tion, denied, in so far as it affects rates covered by Fourth Section 
Order 10261. 

Fourth Section Application 13355, class and commodity rates to 
stations on C. A. & E. Petition filed by Agents Curlett, Jones, Galli- 
gan and Van Ummersen, for a modification of Fourth ‘Section Order 
9835, class and commodity rates to stations on C. A. & E., entered 
in said application, denied, in so far as it affects rates covered by 
Fourth Section Order 9835. 

Fourth Section Application 13298, class and commodity rates to 
points on C. S. S. & S. B. Petition filed by Agents Curlett, Jones, 
Galligan and Van Ummersen, for a modification of Fourth Section 
Order 9741, class and commodity rates to points on C. S. S. & S. B., 
entered in said applictaion, denied, in so far as it affects rates covered 
by Fourth Section Order 9741. 

Fourth Section Application 13300, class and commodity rates to 
points on C. N. S. & M. Petition filed by Agents Curlett, Jones, Galli- 
gan and Van Ummersen, for modification of Fourth Section Order 
9739, class and commodity rates to points on C. N. S. & M., entered 
in said application, denied, in so far as it affects rates covered by 
fourth section order 9739. 

No. 25156 (and Sub. 1), Basic Dolomite, Inc., et al. vs. A. A. et al. 
American Aggregates Corporation permitted to intervene. 

No. 25304, Evansville Chamber of Commerce et al. vs. A. T. & 
S. F. et al. Illinois Coal Traffic Bureau permitted to intervene. 

No. 25122, Miner-Edgar Chemical Corporation vs. A. C. L. et al. 
E, I. DuPont De Nemours & Co. permitted to intervene. 

No; ‘25206, Growers’ & Shippers’ League of Florida et al. vs. A. 
Cc. L. et al. Harlingen Chamber of Commerce, McAllen Chamber of 
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Commerce and Jacksonville Chamber of Commerce permitted to in- 
tervene. 

No. 25312, Continental Oil Co. et al. vs. C. B. & Q. et al. The 
Public Service Commission of state of Wyoming permitted to in- 
tervene. 

No. 23761, Eastern Box Co. vs. B. & O. et al. Order entered herein 
on March 18, 1932, as subsequently modified to become effective on 
July 20, 1932, is postponed indefinitely. 

No. 25270, Calcite Quarry Corporation et al. vs. Reading et al. 
American Lime & Stone Co. and Whiterock Quarries, Inc., permitted 
to intervene. 

No. 21772, Interstate rates between points in Missouri. Order 
further amended so as to authorize and require establishment of 
rates therein prescribed upon not less than 10 days’ notice. 

No. 23071, American Tar Products Co. vs. N. Y. C. et al., and No. 
20723, F. J. Lewis Manufacturing Co. vs. A. C. & Y. et al. Order 
modified to become effective on August 31, 1932, upon not less than 
10 days’ notice, instead of July 21, 1932. 

No. 23424, E. H. Milton & Sons et al. vs. A. & S. et al., and cases 
grouped therewith. Petition, filed on behalf of defendants, for recon- 
sideration, etc., in respect of reparation denied. 

Finance No. 3385. Construction of extension by Cambria & 
Indiana. ‘Time prescribed in said certificate, as extended, within which 
the Cambria & Indiana shall commence and complete construction of 
extension of its railroad therein authorized, is further extended to July 
1, 1933, and June 30, 1934, respectively. 


PETITIONS FOR REHEARING, ETC. 


1. & S. 3569, in the matter of classification rating on food prod- 
ucts, less than carload, packed in glass, between points in Official 
and Illinois territory. Respondents, being all of the rail carriers in 
official territory (including Illinois lines), ask rehearing herein, fol- 
lowed by oral argument before entire Commission. 

No. 13535 et al., consolidated southwestern cases. Southwestern 
earriers ask elimination of peanuts, shelled and unshelled (excepted 
salted peanuts), from findings and requirements of orders in these 
a 

No. 24412, The Willis Norton Co. vs. C. R. I. & P. Willis Norton 
Cé., complainant, asks further hearing for purpose of determining 
amount of reparation due them under findings of the Commission. 

No. 23959, village of Liverpool, N. Y., et al. vs. N. Y. C. et al. 
Complainants ask review by entire Commission, and for further 
hearing, if deemed necessary. 

No. 23922, Sub. 2, Coal Trade Association of Indiana vs. B. & O. 
et al. Coal Trade Association of Indiana asks rehearing, reargu- 
ment and reconsideration. 


No. 23071, American Tar Products Co. vs. N. Y. C. et al. Com- 
plainant asks reargument and/or reconsideration. 
No. 24300, United Verde Copper Co. vs. A. T. & S. F. et al. Com- 


plainant, United Verde Copper Co. and interveners, United Verde Ex- 
tension Mining Co. and Emsco Refractories Co. ask reconsideration 
by entire Commission and modification of decision of division 3. 

No. 24835, American Cast Iron Pipe Co. vs. L. & N. et al. Defend- 
ant ask the entire Commission for a suspension of the order accom- 
panying the decision by division 5 (Commissioners Lewis, Farrell and 
Tate), a reconsideration of the matters and things involved in this 
docket, and a new decision correcting the errors of fact and judgment 
inherent in said decision, which must automatically dismiss the 
complaint. 

No. 22416, Virginia Livestock Growers & Shippers et al. vs. N. & 
W. et al., and cases grouped therewith. Defendants ask for modifica- 
tion of order. 

No. 24509, Port Gibson Oil Works, Inc., vs. L. & A. et al. De- 
fendants, L. & A., M. P., Natchez & Southern, T. & P., and N. O. T. & 
M., ask for postponement of effective date of order. 

1. & S. 3646, classification ratings on fruits and vegetables in 
western territory, and cases grouped therewith. Louisiana Farm 
Bureau Selling Exchange, Inc., protestant and intervenor herein, 
asks leave to file additional evidence. 

1. & S. 3760, grain and products from the southwest to California. 
Amarillo Chamber of Commerce, Amarillo Grain Exchange, Burrus- 
Panhandle Elevators, and Great West Mill & Elevator Co. ask re- 
consideration and modification of Commission’s order. 


COAL RATE EXCEPTIONS ASSAILED 


Attorneys for the railroads in No. 24699, W. S. Dickey Clay 
Manufacturing Co. vs. N. C. & St. L. et al., have filed a motion 
to strike from the record exceptions filed to the examiner’s 
report in that case by B. R. Sheperd, traffic manager on behalf 
of the complainant. The tone of the language used in the ex- 
ceptions, they say, is highly objectionable. 

“The author of the document,” says the argument in sup- 
port of the motion, “inferentially charges the examiner and the 
defendants with an improper conspiracy to deprive him of what 
he claims to be the complainant’s rights. The exceptions 
abound in defamatory innuendo designed, apparently, to reflect 
discredit on the integrity and honesty of the various witnesses, 
although the record contains not the slightest suggestion of 
any impeachment of any statement made by any of the 
witnesses. 

The case raises questions as to the lawfulness of rates on 
coal in Alabama and Tennessee. The motion asserts that the 
exceptions fail to stay within the record and contain a great 
deal of extraneous matter, contain no page references to the 
record and that it is practically impossible to segregate those 
portions of the exceptions which may be properly considered 
as supported by the record from those which may not be con- 
sidered because not supported by record. 


CHANGES IN DOCKET 
Hearing in No. 25232, United States Pipe & Foundry Co. 
vs. A. G. S. R. R. et al., assigned for July 2, at Chicago, II1., 
before Examiner Smith was canceled. 
I. & S. 3697 (2nd supplemental order)—Clay from south- 
western points, was set for hearing June 30 at Ft. Worth, Tex., 
before Examiner Taylor. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts - 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Arkansas.) Railroad Commission held 
to have jurisdiction to compel railroad to pay gravel company 
for switching car by latter’s locomotive on latter’s spur tracks 
between gravel plants and railroad (Crawford & Moses’ Dig., 
Secs. 1649, 1650; Acts 1921, p. 177). (Missouri Pac. R. Co. vs. 
Whelen Springs Gravel Co., 49 S. W. Rep. (2d) 374.) 

Railroad Commission cannot force railroad to use shipper’s 
private tracks, nor shipper to allow railroad’s use thereof (Craw- 
ford & Moses’ Dig., Secs. 1649, 1650; Acts 1921, p. 177).—Ibid. 

Laws governing Railroad Commission, which was created 
to prevent unjust discrimination, should be liberally construed 
to effect their purpose (Crawford & Moses’ Dig., Secs. 1649, 1650; 
Acts 1921, p. 77).—Ibid. 

Railroad must either do switching which is necessary part 
of transportation, or pay shipper reasonable compensation for 
doing such switching (Crawford & Moses’ Dig., Secs. 1649, 1650; 
Acts 1921, p. 177).—Ibid. 

Railroad and shipper could not contract for use of ship- 
per’s private spur tracks so as to discriminate against others 
(Crawford & Moses’ Dig., Secs. 1649, 1950; Acts 1921, p. 177). 
—Ibid. 


LOANS TO RAILROADS 


The Commission, by division 4, in Finance No. 9448, West- 
ern Pacific Railroad Co. reconstruction loan, has approved a 
further loan to the applicant of $2,264,000. The funds are to be 
used to pay interest on notes, equipment trusts and mortgage 
bonds totaling $1,469,509; payments on account of construction 
of the applicant’s Northern California construction, amounting 
to $300,408; material and supply accounts of $264,027; the first 
installment on the California gross earnings tax of $103,698 and 
various other smaller items. The loan is to be secured by the 
pledge of $5,000,000 of the applicant’s general and refunding 
mortgage 5 per cent bonds, or such part of the proposed issue 
of bonds that the Commission may authorize. One of the 
conditions is that no advance shall be made until the Railroad 
Credit Corporation shall have reimbursed the Reconstruction 
Finance Corporation in the sum of $1,303,000, as provided for in 
the approval of a prior loan to the applicant in 180 I. C. C. 
645, but which has not yet been repaid. 

The Commission, by division 4, in Finance No. 9425, 
Georgia Southwestern & Gulf Railroad Co. reconstruction loan, 
has denied approval of an application for a loan of $60,000, 
desired for the payment of taxes, interest, interline balances and 
other items of debt. The applicant stands in the records of the 
Commission, in a tentative finding, as an earner of excess in- 
come amounting to $18,873.24 in 1920, 1922, 1923 and 1924. It 
offered, as security, $72,895.69 of various common stock, bonds, 
assigned executions of judgment of a Georgia court and Georgia 
tax warrants, transferable as security. The Commission, how- 
ever, thought the prospective earnings and the security were 
not such as to afford reasonable assurance of the applicant’s 
ability to repay the loan on time. 

The Commission, by division 4, in Finance No. 9384, Chi- 
cago, Rock Island & Pacific reconstruction loan, has modified 
its approval of a $10,000,000 loan to the applicant so that it 
may use $250,000 of the loan approved June 15 for the payment 
of maturing equipment trust obligations instead of applying 
that money to the discharge of half of a $500,000 loan from the 
First National Bank of Chicago. 

The Ashley, Drew & Northern Railway Co. has asked for a 
loan of $400,000 for three years to enable it to liquidate to the 
amount of the loan amounts due the Crossett Lumber Co. 

The Hoboken Manufacturers Railroad Co. has applied for 
a loan of $200,000 for three years to meet $100,000 in fixed 
charges and for rearrangement of existing terminals. 

In a supplemental application in Finance No. 9184, W. 
Stephenson, receiver of the Missouri & North Arkansas Railway 
Co., has amended his application for a loan, reducing the amount 
asked for from $1,250,000 to $575,000 for one year, to pay taxes, 
wages, open accounts, interest and to pay in part receiver’s 
certificates. The Commission had advised the applicant that 
it could not see its way clear to approve a loan for $1,250,000. 
Inquiry apparently was made some time ago by Commission 
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officials of S. T. Bledsoe, chairman of the executive committee 
of the Atchison, Topeka & Santa Fe, as to whether the Santa Fe 
would consider taking over the M. & N. A. Mr. Bledsoe wrote 
Director Sweet, of the Bureau of Finance, that his information 
as to the company was limited except as to what was given in 
Poor’s Manual, and that from the report in the 1931 issue of that 
publication on operations of the M. & N. A. for the period 1925 
to 1930, inclusive, he could see no hope for the road being op- 
erated at a profit or a realization of any return on any invest- 
ment that might be made therein. If that were true, he added, 
he did not see how the directors of the Atchison could justify 
spending the money of the stockholders of their company to 
acquire either the securities or property of the M. & N. A. 

The Commission, by division 4, in Finance No. 9465, New 
York Central Railroad Co. reconstruction loan, has approved 
a further loan to the applicant of $13,600,000 to be applied to 
the payment of interest, rents and taxes totaling $14,196,860. 
This loan is in addition to one of $4,399,000 approved in a prior 
report, 180 I. C. C. 798. As security the applicant is to pledge 
$4,494,000 of its refunding and improvement 6 per cent bonds, 
series C, and $41,740,000 of its refunding and improvement 
mortgage 5 per cent bonds, series C. 

The Commission, by division 4, in Finance No. 9153, Georgia 
& Florida Railroad receivers’ reconstruction loan, has approved 
an additional loan of $83,500, the money to be used in paying 
interest on receivers’ certificates due on June 1 and interest 
and principal on maturing equipment trust certificates. 

After a call on President Hoover, Paul Shoup, president 
of the Southern Pacific, expressed the opinion that the Recon- 
struction Finance Corporation and the Railroad Credit Cor- 
poration appeared to be sufficient to “see the railroads through.” 

The Commission, by division 4, in Finance No. 9251, Kansas 
City, Kaw Valley & Western Railroad reconstruction loan, has 
approved a loan of $51,500 to the applicant, the money to be 
used in paying past due taxes, past due open accounts and 
short term bank notes so as, to release collateral. The loan is 
to be secured by the pledge of $365,500 of the applicant’s first 
mortgage 4 per cent bonds, if and when approved by the Com- 
mission. Commissioner Mahaffie noted a dissent. The appli- 
cation as filed was for $135,831.69, but as amended, it was for 
the amount approved. 

The Commission, by division 4, in Finance No. 9329, Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co. reconstruction 
loan, has approved a loan of $8,000,000 based upon an applica- 
tion for $10,996,331. The applicant, in making its application, 
said it expected to obtain $2,996,331 from the Railroad Credit 
Corporation, leaving a balance of $8,000,000 to be furnished by 
the Reconstruction Finance Corporation. The applicant said 
that its requirements on or before July 1 would be $3,776,437; on 
or before July 15, $1,153,780; on or before August 1, $4,576,210; 
on or before September 1, $1,035,613; and smaller sums on or 
before December 1, the total being the amount of the appli- 
cation. 

Collateral to be pledged by the applicant, the Commission 
said, should be $759,000 of C. M. & St. P. 4 per cent general 
mortgage bonds, series A; $10,453,000 of C. M. & St. P. 5 per 
cent general mortgage bonds, series D; or in lieu of and 
substitution for the series A and D bonds, an equal amount of 
Cc. M. & St. P. general 5 per cent mortgage bonds of 1989, series 
G, as and when issued; $301,000 of the Bellingham Bay & 
British Columbia first mortgage 5 per cent bonds as and when 
those bonds become available to the applicant for that purpose; 
and assign to the Reconstruction Finance Corporation its ad- 
vances to the Chicago Union Station Co. of $3,971,232.78. 

The St. Louis-San Francisco Railway Co., in a third supple- 
mental application, has applied for a loan of $3,390,086 to pay 
taxes and interest on prior lien mortgage bonds. 

The Commission, by division 4, in a Second supplemental 
report in Finance No. 9147, St. Louis-San Francisco Railway 
Co. reconstruction loan, has approved a further loan of $3,390,000 
to that applicant. The money is to be used in the payment of 
$908,248 of taxes and the interest on the Frisco’s outstanding 
prior lien mortgage bonds of 1950 amounting to $2,481,838. In 
the prior reports in this case, 180 I. C. C. 590 and 184 I. C. C. 
..., the Commission approved loans of $2,805,175 and $1,800,000. 
The former has been repaid with the funds obtained from the 
Railroad Credit Corporation. 

As a condition of the loan of $1,800,000 the Commission 
required the Frisco to present for its approval, prior to July 1, 
a plan to effect a substantial reduction in its fixed interest 
charges. As a result of that requirement the Frisco presented 
a plan, supported by banking interests, insurance companies 
and other holders of large blocks of its securities, which, accord- 
ing to the report, must be formally passed upon. The Commis- 
sion said it could not pass upon the plan without giving oppor- 
tunity to those who might be opposed to be heard on the 
subject. But it said the plan and support which it had received 
furnished reasonable assurance that the ends desired could be 










































































PAGE 16 





largely accomplished. The plan presented, the Commission 
said, showed commendable cooperation by the Frisco’s creditors. 

The plan, including the loan, the Commission said, would 
prevent receivership on July 1. It provided, the report said, 
for an immediate reduction in the annual rate of interest on 
bank loans from 6 to 3 per cent and for the indefinite defer- 
ment of the bulk of the remainder of fixed interest charges 
accruing in the next five or ten years. It also contemplates, 
says the report, a reduction of the funded debt and an increase 
of uncapitalized assets when the earnings of the company may 
permit. 

The plan also provides for the creation of a new mortgage 
to secure an issue of $25,000,000 of bonds which it is contem- 
plated will be junior only to the underlying mortgages of con- 
stituent companies securing an aggregate of $32,352,170 of 
bonds outstanding on December 31, 1931, and that $3,390,000 
of these new bonds will be issued and made available as addi- 
tional security for the reconstruction loans to the applicant. 

“It is expected,” says the report, “an arrangement will be 
made whereby the management will be in the hands of bond 
holders so long as the interest charges are deferred.” 

One of the terms of the loan is that the applicant pledge 
as collateral security for this plan and for the $1,800,000 loan, 
$1,807,000 of the applicants’ prior lien and-or consolidated 
mortgage bonds and $5,693,000 of the applicant’s series B, $ 
per cent, consolidated mortgage bonds of 1936, the securities 
to apply pari passu and without preference to both loans. 


TERMINAL CHARGE CONTEMPLATED? 


In a circular to the members of the National Industrial 
Traffic League concerning Ex Parte 104, part 2, terminal serv- 
ices of Class I carriers, Joseph H. Beek, executive secretary, 
says that the facts about that proceeding recited by him, “have 
suggested that the Commission may be considering the estab- 
lishment of a novel charge, not heretofore imposed on any 
industry, for terminal services on inbound and outbound traffic 
when performed by trunk line carriers (or by switching roads), 
such charges to be in addition to the line haul rate.” 

“It is clear,” continues Mr. Beek, “the proceeding involves 
the further question of the legality of section 15 allowances 
paid to quite a number of industries. Individual members have 
informed the officers of the League that upon informal inquiry 
of the director of service, off the record, they have been as- 
sured that they were not involved in the case since they were 
receiving no allowances and while their plants comprised a 
number of sidetracks on their own property off the carriers’ 
right of way, the inbound and outbound switching service was 
performed by the line-haul carrier whose lines passed the in- 
dustry. This does not seem in accord with our foregoing state- 
ment of the apparent issues in the inquiry.” 

The circular says counsel for the league have been given 
to understand that they are laboring under a misconception of 
the Commission’s object in this investigation and of the pro- 
cedure which is being followed. Seemingly in answer to that 
Mr. Beek sets forth that in the League’s motion for a change 
in the procedure in this proceeding, which was denied by the 
Commission, one of the particular requests was for a clearer 
definition of the purpose and scope of the investigation in 
order that the League and its counsel might not proceed under 
any misconception of the questions of law involved or of the 
facts intended to be inquired into. 


SUSPENDED TARIFFS 


In I. and S. No. 3774, the Commission has suspended from 
July 1 until February 1, schedules in supplement No. 36 to 
Curlett’s I. C. C. No. A-306, supplements Nos. 13 and 15 to 
Jones’ I. C. C. No. 2506, supplements Nos. 3 and 4 to Weis- 
iger’s I. C. C. No. 187, and in numerous other tariffs issued by 
agents and individual carriers. The suspended schedules pro- 
pose to cancel commodity rates on excelsior, in carloads, and 
apply in lieu thereof rates based on 32% per cent of first class 
rates, between points in official classification territory, which 
would result generally in increases. 

In I. and S. No. 3775, the Commission has suspended from 
July 1 until February 1, schedules in supplement No. 3 to 
Jones’ I. C. C. No. 2499, and supplement No. 14 to Baltimore & 
Ohio I. C. C. No. 22230. The suspended schedules propose to 
restrict rules governing weighing in transit of hay and straw, 
in carloads, at points in central freight association territory, 
which now allow hay or straw, when not weighed at point of 
origin or en route, to be weighed at destination under the su- 
pervision of a representative of carriers, or an official weigh- 
master of a Board of Trade, Chamber of Commerce or Inspec- 
tion Bureau, by further restrictions requiring the use of track 
scales when weighed under the supervision of carriers’ rep- 
resentative. 
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In I. and S. No. 3773, the Commission has suspended from 
July 1 until February 1, schedules in supplement No. 9 to 
Chicago, Rock Island & Pacific I. C. C. No. C-12097. The sus- 
pended schedules propose to cancel the reworking or fabrica- 
tion in transit arrangements on certain iron and steel articles, 
including wire, at stations on the Chicago, Rock Island & Pacific 
Railway. 

In I. and S. No. 3772, the Commission has suspended from 
June 29 until January 29, schedules in supplement No. 5 to 
Henry’s I. C. C. No. 347. The suspended schedules propose to 
eliminate numerous joint line routes in connection with the 
movement of grain and related articles between stations on the 
Spokane, Coeur d’Alene & Palouse Railway, on the one hand, 
and points in Oregon, Washington and British Columbia, on 
the other, with resultant increases in rates via such routes. 

In I. and S. No. 3771, the Commission has suspended from 
June 26 until January 26, schedules in supplement No. 6 to 
Speiden’s I. C. C. No. 1543. The suspended schedules propose 
to apply the emergency charge of one cent a 100 pounds on 
benzol (benzene), in carloads, between points in southern ter- 
ritory, and from points in southern territory to points in official 
territory. 


SELECTED INCOME STATISTICS 


A compilation by the Commission’s Bureau of Statistics of 
selected income and balance-sheet items from the reports of 
164 Class I steam railroads, covering April and the four months 
ended with April and compared with the like periods in 1931, 
shows that in April the carriers had $20,711,926 of net railway 
operating income as compared with $39,775,727 in April, 1931; 
other income in April, $16,416,506 as compared with $20,462,790 
in April, 1931; and net income, a deficit of $20,682,727 in April 
in comparison with a net income of $2,623,005 in April, 1931. 

Dividend declarations (from income and surplus) on com- 
mon stock, in April were $589,203 in comparison with $2,578,873 
in April, 1931; on preferred stock, in April, $808,481 in com- 
parison with $2,054,552 in April, 1931. 

The compilation covering the four months ended with April 
shows net railway operating income of $87,984,882 this year 
compared with $148,671,815 in the like period of 1931; other 
income, of $64,978,287 in the first four months of this year in 
comparison with $80,579,758 in the corresponding months of 
1931; and total income of $152,963,169 this year in comparison 
with $229,251,573 in the first four months of 1931. 

The net income in the first four months of this year was 
a deficit of $76,489,492 in comparison with a net income of 
$959,610 in the first four months of 1931. 

Dividend declarations in the first four months of this year 
on common stock were $18,686,192 in comparison with $56,- 
594,077 in the same period of last year. The dividend declara- 
tions on preferred stock were $5,563,134 in the first four months 
of this year in comparison with $15,386,026 in the correspond- 
ing period of 1931. 





HOCH-SMITH LIVE STOCK 


Hearing in the reopened Hoch-Smith live stock case, docket 
17000, part 9, concluded at Chicago June 27 (see Traffic World, 
June 25, p. 1334). With the exception of a single shipper wit- 
ness, all direct testimony, other than a few odds and ends 
remaining of the carrier case, was concluded last week, the 
remaining time having been occupied with rebuttal. 

The case was reopened, following the decision of the Su- 
preme Court in the so-called Hoch-Smith grain case, in which 
the Commission was said to have erred in not granting addi- 
tional hearings, to “bring the record down to date.” With the 
Chicago hearing in the live stock case, that was thought to 
have been accomplished. 


CONTROL OF COTTON BELT 


Advices have been received at the Department of Justice 
from the counsel for the complainant that in the case of the 
Missouri-Pacific Railroad Company and others vs. United States 
and others, an order for a hearing before a three-judge court 
has been tentatively set for July 11 at Lexington, Ky. This is 
a suit to enjoin an order of the Commission authorizing the 
Southern Pacific to acquire control by stock purchase of the 
St. Louis Southwestern. 


REMOVAL OF B. & M. EMPLOYES 


Senator Wagner, of New York, has introduced a resolution 
(S. Res. 251) calling on the Commission to investigate and re- 
port as to an order issued by the Boston & Maine, effective 
March 18, 1931, which resulted in the removal of the switch- 
ing, clerical, roundhouse and other railroad employes from Rot- 
terdam Junction, N. Y., to Mechanicville, N. Y., and the effect 
thereof on the employes and Rotterdam Junction. 
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RAILROAD SALARIES 


Information on the subject of railroad salaries obtained by 
the Commission in response to a questionnaire sent to Class I 
railroads last April (see Traffic World, April 30, p. 930), has 
been published in Senate Document No. 129 on motion of 
Senator Couzens, chairman of the interstate commerce com- 
mittee. The Commission did not make the information public. 
The information was sent to the senator by Commissioner 
Joseph B. Eastman, who, in his letter of transmittal, pointed 
out that the matter included a summary and analysis of the 
returns to the questionnaire, a statement showing the average 
annual salaries of the various groups of salaries as of March, 
1932, and list of each position reported paying more than the 
average, and the detail of the returns. The information relates 
to salaries of $10,000 or more. 

“It should also be noted,” said the commissioner, “that 
the process of reductions has been going on since March, 1932. 
Such reductions are shown by the returns in the case of the 
Pennsylvania and Missouri Pacific systems, and similar reduc- 
tions have recently been announced in the newspapers in the 
case of the Atlantic Coast Line, the Louisville & Nashville, and 
the New York Central. Doubtless there are other similar in- 
stances.” 

Senator Couzens had written Commissioner Eastman under 
date of June 20 asking for information as to railroad salaries. 

In the following, taken from the document, two salary 
figures are given for each position mentioned, the first figure 
being the annual rate as of December 1, 1929, and the second 
being the annual rate as of March 1, 1932: 

Akron, Canton & Youngstown and the Northern Ohio, presi- 
dent, $50,000 and $30,000; vice-president, traffic, $12,437 and 
$10,500; vice-president and treasurer, $12,437 and $10,500. 

Alton (included in B. & O. system) organized subsequent 
to December 1, 1929, vice-president, $22,500 as of March 1, 1932; 
general solicitor, $22,500 as of March 1, 1932. 

Atchison, Topeka & Santa Fe system, including A. T. & 
S.F.,G.C. & S. F., and P. & S. F., president, $75,000 and $67,500; 
general counsel, $45,000 and $45,000; vice-president, $40,000 and 
$40,500; vice-president, $33,000 and $33,750; vice-president, 
$22,500 and $24,750; three general managers, each $20,000 and 
$22,500; one general manager, $15,000 and $20,250; general 
solicitor, $30,000 and $31,500; general purchasing agent, $20,000 
and $20,250. 

Atlanta & West Point, the Western Railway of Alabama, 
and Georgia R. R., president and general manager, $15,000 and 
$13,500. 

Atlanta, Birmingham & Coast, president, $12,000 and $10,800. 

Atlantic Coast Line, president, $30,000 and $27,000; execu- 
tive vice-president, $25,000 and $22,500 (it was explained that 
on December 1, 1929, the positions of chairman of the board 
of the L. & N., chairman of the board of the A. C. L., and 
executive vice-president of the A. C. L., were held by two indi- 
viduals at an aggregate salary of $47,800. On March 1, 1932, 
these three positions were held by one individual at an aggre- 
gate salary of $36,000; vice-president and secretary, $17,000 
and $15,300; vice-president, operations, $18,000 and $16,200; 
vice-president, accounts and freight claims, $15,000 and $13,500; 
vice-president, traffic, $20,000 and $18,000; vice-president and 
general counsel, $25,000 and $22,500 (on April 1, 1932, this office 
was vacated and the salary theretofore paid that position 
ceased). 

Baltimore & Ohio system, including B. & O., B. & O. C. T., 
S.. R. T, B. R. & P., B. & S., and Alton, president, $125,000 
and $120,000; senior vice-president, $75,000 and $76,500; vice- 
president, operation, $50,000 and $54,000; vice-president, traffic, 
$40,000 and $27,000; vice-president, $60,000 (salary as president 
of B. R. & P.) and $54,000; vice-president, $30,000 and $45,000, 
the latter amount covering salary paid as president of B. & O. 
C. T., vice-president of B. & O., and vice-president in charge 
of operation of Alton; general counsel, $40,000 and $36,000. Total 
compensation of officials getting $10,000 or more amounted to 
$1,655,840 as of December 1, 1929, as compared with $1,379,466 
as of March 1, 1932. A footnote as to B. & O. salaries says 
annual rate shown as of March 1, 1932, was after a 10 per cent 
reduction, effective Nov. 1, 1931, except that of the president, 
which was after a reduction of 20 per cent, effective May 1, 1931. 

Bangor & Aroostook, president, $50,000 and $50,000; gen- 
eral counsel, $18,000 and $18,000. 

Belt Railway of Chicago, president, as of December 1, 1929, 
$25,000; none as of March 1, 1932; office of president and gen- 
eral manager as of March 1, 1932, paid $15,000. 

Bessemer & Lake Erie, president, $12,000 and $12,750, paid 
jointly by B. & L. E. and Union R. R. 

Boston & Maine, chairman of board, $25,000 as of March 1, 
1932; president, $50,000 and $45,000; vice-president, $10,000 and 
$9,000; vice-president, finance and accounting, $16,000 and 
remy =n vice-president and general manager, $18,000 anda 
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Brooklyn Eastern District Terminal, president, $15,000 and 
$15,000; vice-president, $17,000 and $17,000. 

Burlington system, including C. B. & Q. and C. & S., presi- 
dent, $60,000 and $60,000 (new president assumed duties Jan. 
1, 1932, coming from an affiliated carrier and salary with Bur- 
lington fixed at 16% per cent less than that previously received 


_from affiliated line); executive vice-president, $40,000 and $33,- 


500; vice-president, operating department, $30,000 and $21,500; 
vice-president, traffic department, $20,000 and $21,500 (this sal- 
ary as of January 1, 1930, was $25,000); vice-president and gen- 
eral counsel, $30,000 and $25,500. 

Combined salaries, Chicago, Burlington & Quincy and Colo- 
rado & Southern, president, $75,000 and $75,000; executive vice- 
president, $50,000 and $42,500; vice-president, operating depart- 
ment, $35,000 and $21,500 (joint C. B. & Q. and C. & S. operat- 
ing vice-president discontinued September 24, 1931; vice-presi- 
dent, traffic department, $25,000 and $26,000; vice-president and 
general counsel, $35,000 and $30,000. 

Fort Worth & Denver City, vice-president, $18,000 and $11,- 
550 (also was general manager in 1929). 

Cambria & Indiana, chairman of board, $25,000 and $25,000; 
executive vice-president, $10,000 and $10,000. 

Grand Trunk Western, general manager, $20,000 and $20,- 
000; assistant general manager, $14,000 and $14,000. Salaries 
as of March 1, 1932, subject to deduction of 10 per cent. 

Central of Georgia, president, also served in same capacity 
for Ocean Steamship Co. of Savannah, $40,000 in December, 
1929; president and general manager in March, 1932, also serv- 
ing as president W. & T., W. S., S. C., and L. & W., without 
additional compensation, $27,000. 

Central of New Jersey and subsidiaries, chairman of board, 
$35,000 and $15,000; president, $60,000 and $64,800; assistant to 
president, $18,000 and $16,200; vice-president in charge of 
freight traffic, $15,000 and $13,500; vice-president and general 
manager, $18,000 in March 1, 1932, new position, position of 
general superintendent abolished; general attorney, $18,000 and 
$16,200; general solicitor, $18,000 and $16,200. 

Chesapeake & Ohio, Hocking Valley and Pere Marquette, 
president, total salary, $100,000 and $90,000 (Hocking Valley 
was deeded to C. & O. on April 30, 1930); senior vice-president, 
$75,000 and $43,200; vice-president and general counsel, $40,000 
and $36,000; vice-president traffic, $30,000 and $27,000; vice- 
president operation, $36,000 and $32,400; vice-president, $30,000 
and $27,000; general manager, $24,000 and $32,400 (ppointed 
vice-president and general manager, May 1, 1930); assistant to 
president of C. & O., and vice-president of Pere Marquette, 
$25,000 and $27,000. 

Chicago & Eastern Illinois, chairman executive committee, 
$15,000 (duties of chairman now performed by president and 
carries no salary); president, $50,000 and $45,000; president 
holds corresponding position with Chicago Heights Terminal 
Transfer Co., for which no additional compensation is paid by 
that company; vice-president and general counsel, $24,000 and 
$21,600; vice-president and general manager, $20,000 and $18,000 
(also official of C. H. T. T. for no additional compensation) ; 
vice-president, traffic, $20,000 and $18,000. 

Chicago & Illinois Midland, senior vice-president, $18,000 
and $18,900 (this salary was increased to $21,000 Jan. 1, 1930, 
and reduced to $18,900 Feb. 1, 1932); vice-president, operation, 
$10,000 and $9,000. 

Chicago & North Western system, including C. & N. W., 
and C. St. P. M. & O., president, $75,000 and $61,000; vice-presi- 
dent and assistant secretary, $20,000 and $16,500; vice-president, 
secretary and assistant treasurer, $18,000 and $15,000; (preced- 
ing positions are joint positions for both roads); vice-president, 
personnel, C. & N. W., $18,000 and $14,400; vice-president and 
general counsel (joint position) $30,000 and $24,400; general 
solicitor, C. & N. W., $22,000 and $17,000; vice-president, main- 
tenance and operation, C. & N. W., $27,000 and $21,600; gen- 
eral manager, C. & N. W., $24,000 and $19,200; vice-president, 
traffic, C. & N. W., $25,000 and $20,000; vice-president, rates 
and divisions, C. & N. W., $20,000 and $16,000. 

Chicago Great Western, president, $40,000 and $50,000; vice- 
president and secretary, $10,000 and $15,000; vice-president traf- 
fic, $12,000 and $15,000; general counsel, $14,400 and $14,400 
(the preceding salaries of the C. G. W. are subject to temporary 
10 per cent cut effective Oct. 1, 1931, and an additional 10 per 
cent cut effective Feb. 1, 1932). 

Chicago, Indianapolis & Louisville, president, $30,000 and 
$30,000; vice-president in charge of traffic, $12,000 and $12,000 
(a deduction of 10 per cent, effective Feb. 1, 1932, is made from 
each check). 

Chicago, Milwaukee, St. Paul & Pacific, chairman of board, 
$25,000 and $13,500; president, $75,000 and $67,500; vice-presi- 
dent financial, accounting and real estate, $35,000 and $36,000 
(the $35,000 salary had been increased to $40,000 Dec. 19, 1929); 
vice-president operating department, $30,000 and $31,500 (this 
salary had been increased to $35,000 Dec. 19, 1929); vice-presi- 
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dent traffic, $25,000 and $27,000 (this salary had been increased 
to $30,000 Dec. 19, 1929); general counsel, $25,000 and $22,500; 
general solicitor, $20,000 and $15,750. 

Columbus & Greenville, president, $25,000 and $22,500. 

Delaware & Hudson R. R. Corporation, president, $100,000 
and $90,000; vice-president and general manager, $35,000 and 
$31,500; vice-president, $25,000 and $22,500; vice-president and 
general counsel, $20,000 and $18,000. 

Delaware, Lackawanna & Western, president, $75,000 and 
$67,500; ehairman of the board, $50,000 in December, 1929, posi- 
tion now abolished; vice-president and general counsel, $40,000 
and $36,000; vice-president and general manager operating de- 
partment, $35,000 and $31,500. 

Denver & Rio Grande Western, president, 
$54,000. 

Denver & Salt Lake, president, $25,000 and $25,000. 

Duluth, Missabe & Northern, president, $32,000 and $15,500. 

Elgin, Joliet & Eastern, president, $40,000 and $28,056. 

Erie system (including Erie, C. & E., N. Y. S. & W., W.-B. 
& E. and N. J. & N. Y.), president, $75,000 and $67,500; presi- 
dent retired, $50,000 and $22,500; vice-president operation, $30,000 
and $27,000; vice-president traffic, $30,000 and $27,000; general 
counsel (general solicitor), $23,000 and $27,000. 

Great Northern, president, $90,000 and $60,000; vice-presi- 
dent, executive department, $20,000 and $17,500; vice-president, 
Seattle, $25,000 and $21,500; vice-president and general counsel, 
$25,000 and $21,500; vice-president traffic department, $50,000 
and $21,500; vice-president, operating department, $40,000 and 
$33,500. 

Gulf, Mobile & Northern and New Orleans Great Northern, 
president, $30,000 and $27,000. 

Illinois Central System, including I. C., Y. & M. V., G. & 
S. I. and subsidiary companies, president, $100,000 and $90,000; 
senior vice-president, $35,000 and $31,500; vice-president, $25,000 
and $22,500; vice-president, $22,500 and $20,250; vice-president, 
$25,000 and $22,500; vice-president, $22,500 and $20,250; vice- 
president, $20,000 and $18,000; vice-president and general coun- 
sel» $30,000 and $27,000. 

Kansas City Southern and Texarkana & Fort Smith, chair- 
man of board of directors, serving also as chairman of executive 
committee, $50,000 and $45,000; president, $35,000 and $33,300; 
general counsel, $25,000 and $22,500. 

Lehigh Valley, president, $80,000 and $72,000; executive vice- 
president, $33,000 and $32,400; traffic vice-president, $21,000 and 
$21,600; operating vice-president, $21,000 and $21,600; law vice- 
president, $21,000 and $21,600. 

Louisville & Nashville, chairman of board, $15,000 and 
$13,500; president, $50,000 and $45,000; vice-president operation, 
$22,500 as of March 1, 1932; vice-president and general counsel, 
$25,000 and $22,500; vice-president traffic, $25,000 and $22,500. 

Maine Central, president, $35,000 and $31,500. 

Midland Valley, Kansas, Oklahoma & Gulf, Oklahoma City- 
Ada-Atoka, president, $21,000 and $16,000; vice-president, $45,000 
and $45,000. 

Minneapolis & St. Louis, receiver, $25,000 and $22,500. 

Minneapolis, St. Paul & Sault Ste. Marie, president, $50,000 
and $45,000; vice-president and general manager, $25,000 and 
$22,500; vice-president, $19,000 and $17,100. Wisconsin Central 
is affiliated with Soo Line and one-third of total salaries of Soo 
listed are assumed and paid by that company. Part of salaries 
also paid by Duluth, South Shore & Atlantic and Mineral 
Range. 

Missouri-Kansas-Texas and Missouri-Kansas & Texas of 
Texas, chairman of board in 1929, $50,000; president in 1929, 
$50,000; chairman and president as of March 1, 1932, $65,000; 
executive vice-president as of March 1, 1932, $28,000; vice-presi- 
dent and general manager, $30,000 and $13,000; vice-president, 
traffic, $20,000 and $25,000; general counsel, $30,000 and $23,000. 

Missouri Pacific, president, $100,000 as of December 1, 1929, 
$73,333.33 as of March 1, 1932, and $68,333.34 as of May 1, 1932; 
senior vice-president, $37,500, $31,250 and $30,000, respectively; 
vice-president, traffic, $25,000, $20,833.33, and $20,000, respec- 
tively; vice-president and general manager, $30,000, $25,000, 
and $24,000, respectively. Combined salary of president of 
Missouri Pacific, Gulf Coast Lines, International-Great Northern 
and of chairman of board of Denver & Rio Grande Western, 
$125,000, $105,166.66, and $98,166.67, respectively. 

Nashville, Chattanooga & St. Louis, president, 
and $22,500. 

New York Central System, special, P. E. Crowley, $80,000 
as of March 1, 1932; assistant vice-president, finance and cor- 
porate relations, $18,000 and $16,200; vice-president personnel, 
$26,500 and $22,525; vice-president, accounting, $23,375 as of 
March 1, 1932; president, $100,000 and $80,000; assistant to 
president, $25,000 and $21,250; executive assistant to president, 
ny and $19,125; executive vice-president as of March 1, 1932, 
40, . 

New York, Chicago & St. Louis, president, $75,000 and 


$60,000 and 


$25,000 
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$60,000; vice-president, $30,000 and $27,000; vice-president, cor. 
porate relations, $35,000 and $31,500; vice-president, industrial, 
$25,000 and $22,500; vice-president, traffic, $25,000 and $18,000. 

New York, New Haven & Hartford, chairman of the board, 
$75,000 and $25,000; president, $75,000 and $90,000; two execu. 
tive vice-presidents, $45,000 and $27,000; vice-president for 
traffic, as of December 1, 1929, $40,000; general traffic manager, 
as of March 1, 1932, $16.200; vice-president for purchases and 


stores, $30,000 and $27,000; vice-president and general manager, f 


$27,000 and $24,300; general counsel, $27,000 and $16,200; vice- 
president for accounting, $22,500 and $20,250. 

New York, Ontario & 
$18,000. 

Norfolk & Western, president, $75,000 and $67,500; vice- 
president, operation, $37,500 and $33,750; vice-president, traffic, 
$27,500 and $24,750; vice-president, finance, $32,500 and $29,250; 


vice-president, valuation, real estate and public relations, $22,500 F 


and $20,250; general counsel, $32,500 and $29,250. 


Norfolk Southern, president, $25,000 and $22,500, effective fF 


January 1, 1932. 

Northern Pacific, $60,000 and $51,000; vice-president, $30,000 
and $25,500; vice-president, $25,000 and $21,250; vice-president, 
$30,000 and $25,500; vice-president, $30,000 and $15,000; gen- 


eral counsel, $35,000 and $29,750; general traffic manager, $25,000 F 


and $21,250. 


Pennsylvania Railroad system (including the Pennsylvania ; 


and Long Island), president, $150,000 as of December 1, 1929; 
$135,000 as of July 1, 1931; $135,000 as of March 1, 1932, and 
$121,500 as of April 1, 1932; vice-president, $65,000, $58,500, 
$58,500 and $52,650, respectively; vice-president operation, $50,- 
000, $54,000, $54,000 and $48,600, respectively; 
finance and corporate relations, $50,000, $45,000, $45,000 and 
$40,500, respectively; vice-president and general counsel, $54,000, 
$40,500, $40,500 and $36,450, respectively; 


350, respectively; vice-president personnel, $35,000, $31,500, $31,- 
500 and $28,350, respectively; vice-president, real estate, etc., 
$40,000, $36,000, $36,000 and $32,400, respectively; vice-president 
and comptroller, $35,000, $31,500, $31,500 and $28,350, respec- 
tively; vice-president traffic, $50,000, $45,000, $45,000 and $40,500 
respectively. 

Pittsburgh & West Virginia, chairman of board and presi- 
dent, $30,000 and $24,300; general attorney, $30,000 and $24,000; 
vice-president, $25,000 and $20,250. 

Reading and Atlantic City R. R. Co., president, $75,000 and 
$67,500; vice-president, $40,000 and $36,000; vice-president, $22,- 
500 and $20,250. 

Rock Island system, president, $66,000 and $57,750; chair- 
man of executive committee, $50,000 and $40,000; vice-president 
and general counsel, $42,500 and $37,187; vice-president opera- 
tion, $35,000 and $31,500; vice-president and freight traffic man- 
ager, $20,000 and $18,000. 

St. Louis-San Francisco, chairman of board and of executive 
committee, $45,000 and $36,000; president, $70,000 and $63,000; 
first vice-president in charge traffic, $27,500 and $24,750. 

St. Louis Southwestern and St. Louis Southwestern of Texas, 
president, $50,000 and $45,000; vice-president operation, $21,000 
and $18,900; vice-president traffic, $15,000 and $13,500. 

Seaboard Air Line, receivers, $45,000 each; first vice-presi- 
dent, 1929, and chief traffic officer, 1932, $35,000 and $31,500. 

Southern Railway system, president, $100,000 and $67,500; 
vice-president, $40,000 and $36,000; vice-president, $30,000 and 
$27,000; vice-president, two, $15,000 and $13,500 each. 

Southern Pacific, chairman of board of directors, $25,000 
and $22,500; chairman of executive committee, $150,000 and 
$135,000; president, $100,000 and $90,000; vice-chairman of execu- 
tive committee, $85,000 and $76,500; general counsel, $55,000 
and $45,000; vice-president, $30,000 and $27,000; vice-president 
and secretary, $25,000 and $22,500; vice-president operations, 
$35,000 and $31,500; vice-president system freight traffic, $30,000 
and $27,000. 

Union Pacific, chairman of board, $40,000 and $36,000; chair- 
man of executive committee, $40,000 and $36,000; vice-chairman 
of executive committee, $50,000 and $54,000; president, $100,000 
and $90,000; vice-president and general counsel, $42,500 and 
$37,800; vice-president operation, $35,000 and $31,500; vice- 
president traffic, $30,000 and $27,000. 

Wabash, receivers, one $45,000 and one $27,000, as of March 
1, 19332. 

Western Pacific, president, $45,000 and $30,000; 
executive committee, $30,000 and $27,000. 

Wheeling & Lake Erie, chairman of board and president, 
$50,000 and $36,000; vice-president and general manager, $50,000 
and $40,000; general counsel, $25,000 and $25,000; general traffic 
manager, $18,000 and $10,000. 

The following is from the summary of the report: 


A reduction of 10 per cent has been general, with a substan- 
tial number of reductions over 10 per cent, and a relatively small 
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Western, president, $25,000 and> 


vice-president FF 


vice-president pur- j 
chases, stores and insurance, $40,000, $36,000, $36,000 and $28,- 
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number of increases and reductions less than 10 per cent, as 


shown by the following table: 
Number of Persons 


Salary change, 1929-1932: Affected 
EN. Sah cn dvade icc. de awe saw ce tawle owas mab Siew 89 
I aN es aca sive aaa Sas sd mas aw wae ieee 25 
Decreases— 

SI Sn I NN ai Sean, edicts ewe 45 
=e ee eee eee eee re 796 
Over 10 per cent but under 20 per cent each.. 142 
en ee OE Mk ok wits o 00d aweleeirawie so 36 
ROR Ca I ia 6 eiwcinmasince ee Deum wsleeSloura 95 

NN i are cies ea ne ab ign tniaaae Herd a eas ae ATU 1,228 
PO TI, BOE 80s 6c5 ck od nn ss aweanwe sam 116 

PE IE eo Seis ko ease ee de~ eso neers 1,344 


Some reductions were made after March, 1932, which are not 
included in these tabulations. 

It is important to note that the tables below cover only the 
salaries of the positions paying $10,000 or more in 1929 but classi- 
fied on the basis of the annual rate as of March, 1932. From 
the regular monthly wage statistics, it appears that in March, 
1932, there were 7,094 executives, general officers, and assistants, 
and 7,136 division officers employed by Class I railways, the aver- 
age salary of the first group being $570 per month and of the 
second group $319 per month, or $6,840 and $3,828 per year, re- 
spectively. The average salaries given below thus relate to less 
than the upper tenth of the railway officials. 

The following table shows the 1,344 positions or combina- 
tions of positions reported for March, 1932, arranged in groups, 
with the number of positions and the average, maximum, and 
minimum annual salaries shown for each group. The average 
salary given is the median—that is, the salary above which and 
below which the number of positions is equal. The reports for 
20 Class I railway companies indicated that no salaries as high 
as $10,000 were being paid. 


= OU MMs me tf) Tat 
Soe 6 beee Sem 6 Be 
O23 2888 Ost Oe é 
ox ses 2 Odo Oe 
Group egg - “2a Ea es 4 
TNo Oh - ™ 
Chief Executive Officers an ~ 
Chairman of board or executive = 
COMMUMATCCE 6 occwsesvecse 27 24,300 $135,000 $ 9,000 
President or receiver....... 83 30,000 135,000 9,000 
VICG“ETOBIGORE 3 ccccssscvees 80 21,375 76,500 5,400 
Other executive officers not 
elsewhere classifiable... 46 15,300 80,000 5,000 
Chief operating officer*..... 65 18,000 54,000 5,900 
Chief traffic officer*........ 41 18,000 15,000 9,000 
Chief accounting or financial 
Eee 42 14,900 45,000 7,740 
Chief legal officer*......... 61 20,400 45,000 1,200 
Chief purchasing officer*.... 6 22,937 36,000 18,000 
Secretary and/or treasurer*. 50 12,600 22,500 7,500 
General Officers and Assistant General Officers Below the 
Chief Executive Officers 
General operation ......... 98 12,600 27,000 7,800 
STOMSPOTCACION ccivciccsccees 17 10,800 20,250 5,130 
Maintenance of equipment.. 46 10,800 29,700 7,200 
Engineering, maintenance of 
way, and telegraph, tele- 
phone and signals...... 82 10,800 22,500 7,200 
Pe, ee re a ree 40 10,800 18,000 8,100 
Treasury (including assist- 
ant secretaries)........ 16 10,350 18,000 8,333 
MN aii Wie oda ia tiae ie b-alaca ie 210 12,000 41,220 5,000 
Purchasing and stores..... 32 9,920 24,750 7,200 
Real estate, taxes and insur- 
ery ee ee er ee 16 10,750 19,350 7,200 
pc. ee ee ere 161 10,800 25,000 6,750 
Not elsewhere classifiable .. 22 9,950 22,500 4,500 
DIVISION OFRCETH 2.ccccciccics 30 10,800 15,750 9,000 
Assistants to any officer.... 73 10,800 27,000 5,000 
| ee ee ee 1,344 


*Regardless of whether vice-president or not. 

From this table it appears that of the railway presidents (or 
receivers) 83 is the total number of those who received $10,000 or 
more in 1929 plus the number of new positions of this class since that 
t'me, minus the number of such positions abolished since 1929. The 
salaries of the 83 presidents (or receivers) in 1932 ranged from $9,000 
to $135,000, and the average (median) salary was $30,000. The other 
groups in this table are to be interpreted in a similar manner. It is 
of interest to note that 473 of the 1,344 officials tabulated, or over 
35 per cent, are in the traffic and legal groups. 

As indicated by footnote, some of the groups combine some vice- 
presidential positions with other positions. As it may be desirable 
to know what vice-presidents as a class get, these have been sep- 
arately assembled. The total number of vice-presidents reported is 
227, the average (median) salary $21,500, the highest $76,500, and the 
lowest $5,000. 

The 1,344 positions have also been classified by salary groups 
as follows. Salary groups as of March, 1932: 

Number of 


persons 
SEE ODN ROOT TCE LOTR CTT 336 
At RGAE ELL LAE ANC TIA 290 
ce ak od cana dated ehdahenaawasbabeatel 231 
i . < 1a paapadadedakamadsacnenaeainl .. 208 
i ad sl chit cn are asadrenaeaniedaaeda ie 111 
I co, on 4 dia bra bee REL wae a eainkny mee 55 
ee ie ch enna neuakendose ewes 35 
TT nae as einanced cee acaed kphvibe 19 
A A AT TEEN 24 
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*Includes 1 case of a combination of salaries of 2 positions held 
by the same person in separate operating companies, according to 
latest Official Guide, but not so noted in the returns. One $135,000 
position was reduced to $121,500 on April 1, 1932. 

Salaries of railway officials vary with the size of the railway 
served. To compare the railways from the standpoint of relative 
burden for salaries of officials, the entire expenditure for the official 
salaries of all grades should be compared with the total payroll; 
the report says. This has been done in a table on the basis of the 
regular annual wage statistics, taking the year 1930 because of the 
abnormally low employment in 1931, and the ratio of the amount of 
salaries of executives, officials, and staff assistants to total payroll 
ranges from 0.44 per cent for the Canadian Pacific lines in Maine and 
Vermont up to 14.28 per cent for the Pittsburgh & West Virginia. 
For the Pennsylvania it was 2.90 and for most of the roads it was 3, 4, 
or 5 per cent. The Western Maryland, with 12.42 per cent, the Akron, 
Canton & Youngstown, with 12.38 per cent, the Mississ'ppi Central, 
with 11.29 per cent, the Pittsburgh & Shawmut, with 12.94 per cent, 
the Utah with 11.07 per cent, the Spokane International with 13.28 
per cent, and the Nevada Northern with 11.36 per cent ,were the only 
other roads showing over 10 per cent. 

The salaries of chairmen of board or of executive committee, 
— and receivers, paid more than the average, were listed as 
ollows: 

Chairman executive committee, Southern Pacific System, $135,000. 

Chairman and president, Missouri, Kansas & Texas and Missouri, 
Kansas & Texas of Texas, $65,000. 

Chairman, board of directors, 
arkana & Fort Smith, $45,000. 

Chairman executive committee, Chicago, Rock Island & Pacific 
and Chicago, Rock Island & Gulf, $40,000. 

Chairman of board, and president, Wheeling & Lake Er‘e, $36,000. 

Chairman of board and chairman of executive committee, St. 
Louis-San Francisco system, $36,000. 

Chairman of board, Union Pacific system, $36,000. 

Chairman executive committee, Union Pacific system, $36,000. 

Chairman of board, Atlantic Coast Line, $36,000. 

Chairman executive committee, Western Pacific, $27,000. 

Chairman of board, New York, New Haven & Hartford Railroad 
and subsidiary companies, $25,000. 

Chairman of board, Boston & Maine, $25,000. 

Chairman of board, Cambria & Indiana, $25,000. 

President, Pennsylvania system, $135,000. 

President, Baltimore & Ohio system, $120,000. 

President, Missouri Pacific system, $105,167. 

President, Illinois Central system, $90,000. 

President, Union Pacific system, $90,000. 

President, Delaware & Hudson R. R. Corp., $90,000. 

President, Chesapeake & Ohio system, $90,000. 

President, Southern Pacific system, $90,000. 

President, New York, New Haven & Hartford R. R. 
sidiary companies, $90,000. 

President, New York Central system, $80,000. 

President, Chicago, Burlington & Quincy system, $75,000. 

President, Lehigh Valley, $72,000. 

Pres‘dent, Southern Railway system, $67,500. 

President, Erie system, $67,500. 

President, Delaware, Lackawanna & Western, $67,500. 

President, Chicago, Milwaukee, St. Paul & Pacific, $67,500. 

President, Atchison, Topeka & Santa Fe system, $67,500. 

President, Norfolk & Western, $67,500. 

President, Reading Co. and Atlantic City R. R., $67,500. 

President, Central R. R. of New Jersey, $64,800. 

President, St. Louis-San Francisco system, $63,000. 

President, Chicago & Northwestern and Ch'cago, St. 
neapolis & Omaha, $61,000. 

President, Great Northern, $60,000. 

President, New York, Chicago & St. Louis $60,000. 

President, Chicago, Rock Island & Pacific and 
Island & Gulf, $57,750. 

President, Denver & Rio Grande Western, $54,000. 

President, Texas & Pacific, $50,000. 

President, Northern Pacific, $50,000. 

President, Minneapolis, St. Paul & Sault Ste. Marie, $45,000. 

President, Lou‘sville & Nashville, $45,000. 

President, Chicago & Eastern Illinois, $45,000. 

President, Boston & Maine, $45,000. 

President, Bangor & Aroostook, $45,000. 

President, St. Louis Southwestern system, $45,000. 

President, Wabash system, $45,000. 

President, Seaboard Air Line, $45,000. 

President, Chicago Great Western, $40,500. 

President, Virginian, $38,250. 

President, Kansas City Southern and Texarkana & Fort Smith, 
$33,300. 

President, Maine Central, $31,500. 

President and general counsel, Western Maryland, $30,000. 


I. C. C. APPROPRIATION 
The Traffic World Washington Bureau 


Congress took final action June 29 on the independent 
offices appropriation bill carrying an appropriation of $7,148,560 
for the Commission for the fiscal year beginning July 1, both 
the House and Senate adopting the conference report on the 
measure. This is a reduction of $2,263,913 compared with the 
appropriation for the year that closed June 30. 

As finally approved the bill carried $200,000 less than it did 
as it passed the Senate. That amount was cut off the appro- 
priation of $883,560 for the Bureau of Accounts. Senator La- 
Follette, of Wisconsin, who successfully led the fight for re- 
storation of the item of $2,750,000 for the valuation work of the 
Commission, sought to have increased the $683,560 reported by 
the conferees for the Bureau of Accounts. Senator Smoot, of 
Utah, however, said the Senate conferees had obtained every 
dollar they could and pointed out that while the amount agreed 
to by the conferees was $200,000 less than the amount in the 
bill as it passed the Senate originally, it was also $300,000 more 
than was carried in the bill as it passed the House originally. 
He added that so far as he was concerned personally he would 
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aid in an effort to obtain a deficiency appropriation for the 
Bureau of Accounts in December if the amount provided in the 
bill was not sufficient. In view of the Utah senator’s statement 
Senator LaFollette said he would not press the matter further. 

After an attack on the recommendation of the committee on 
appropriations that the appropriation for the valuation work of 
the Commission be reduced to $750,000, in which it was charged 
that the railroads desired that the cut be made in order to 
ruin the valuation bureau and that approval of the committee 
amendment meant giving the railroads $360,000,000 they owed 
the government under the recapture provisions of section 15a, 
the Senate, without a record vote, rejected the committee 
amendment, and thus approved the House figure of $2,750,000 for 
the valuation work. No increase, however, was made in the 
figure for the Bureau of Accounts of the Commission, the com- 
mittee’s recommendation of $883,560, as against the current 
appropriation of $1,504,420, being approved. The $883,560 rep- 
resented an increase of $500,000, however, as compared with the 
House figure. No serious effort was made to oppose the re- 
storation of the $2,750,000 for the valuation work. Members of 
the committee insisted they had made the cut in good faith 
and not as the result of any appeal from railroad interests. 

A feature of the attack on the committee amendment on 
the valuation item was the production by Senator Couzens, 
chairman of the interstate commerce committee, of informa- 
tion as to salaries of high railroad officials recently obtained by 
the Commission in replies to a questionnaire it had sent to 
Class I railroads. At the time the senator produced these fig- 
ures the Commission had not made anything public in respect 
thereto. Senator Couzens obtained unanimous consent to have 
the information published in a document. 

; The appropriations for the Commission as carried in the 
bill as passed by the Senate, compared with the current appro- 
priations, follow: I. C. C. general, $2,600,000 and $3,090,900; 
regulating commerce (Bureau of Accounts), $883,560 and $1,- 
504,420; safety of employes, $500,000 and $534,660; signal safety 
systems, $40,000 and $48,260; locomotive inspection, $400,000 
and $504,865; valuation, $2,750,000 and $3,554,368; and printing 
and binding, $175,000 and $175,000. 

The Senate approved all the items recommended by the 
committee on appropriations except valuation. 

Salaries of Rail Officials 

Senator Couzens began the debate on the valuation amend- 
ment by asking the Senate not to agree to it. After dwelling 
on the importance of the valuation work the senator said that 
one of the outstanding matters of interest that occurred to him, 
“as the railroads are insisting that the appropriation be cut, 
is an analysis of the salaries and the number of officers main- 
tained by some of the large systems of the country.” He then 
referred to the Commission’s salary questionnaire and read 
from a letter he said he had received from the Commission in 
response to a request for salary information. This questionnaire 
called for a list of positions paying $10,000 or more annually 
as of December, 1929, and the rate of pay of the same position 
as of March, 1932. The letter stated there had been a process 
of reductions going on since March, 1932. 

Senator Couzens said that the report showed that the Penn- 
sylvania Railroad as of March, 1932, had 100 officials with 
salaries of $10,000 and over, and that the aggregate was 
$2,027,340, almost the amount that was required by the Commis- 
sion for the entire division created for the purpose of valuing 
and accounting and checking on the expenditures and opera- 
tions of the railroads. Continuing, he said: 

For example, as of March, 1932, the president of the Pennsylvania 
was getting a salary of $135,000 a year, the vice-president $58,500 
a year, five vice-presidents of the western, central, eastern, New 
York, Chicago, and New England divisions received $31,500 per year 
each; the vice-president in charge of real-estate valuation and tax- 
ation $36,000 a year. In other words, the official of the Pennsylvania 
Railroad alone who has charge of valuation and taxation received 
$36,000 a year, four or five times as much as is paid to the officials 
of the Interstate Commerce Commission charged with the responsi- 
bility of valuation. 

Then we have the vice-president in charge of finance, $45,000, 
vice-president in charge of traffic $45,000, vice-president in charge of 
operations $54,000, and so on down the list, until there are enumer- 
ated 100 officials of the Pennsylvania Railroad receiving $10,000 per 
year or in excess thereof. The report goes on to enumerate the large 
number of officers engaged by each of the large railroad systems. 

And yet the railroads are lobbying to have this appropriation 
cut from $2,750,000 a year to $750,000 a year. In other words, the 
whole appropriation might as well be eliminated and the whole 
activity might as well be eliminated as to take this means of wreck- 
ing the whole system maintained by the Interstate Commerce Com- 
mission. 

Let me refer to the Southern Pacific Railway, for example. The 
chairman of the executive committee receives $135,000, the president 
$90,000, the executive vice-president $36,000, vice-president $36,000, 
another vice-president $27,000, another vice-president $27,000, vice- 
chairman of the executive committee $76,500 per year, vice-president 
in charge of operations $31,500, vice-president in charge of freight 
traffic $27,000, and so on down the list, until it lists 35 officials receiv- 
ing $10,000 per year or more, the aggregate being $1,191,930 per year. 

Senators can go through the whole list of large railroads, the 
jurisdiction over which is in the hands of the Interstate Commerce 
Commission, charged with the responsibility of auditing and checking 
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up all these activities, and yet the commissioners are asked to get 
along with an appropriation which is almost exactly the amount 
received by the officials of the Pennsylvania Railroad alone. 

Let me refer to the Baltimore & Ohio Co., which has 42 officers 
receiving $10,000 per year or more. The president gets $120,000 as 
of March, 1932; the senior vice-president, $76,500; one vice-president, 
$54,000; another vice-president, $45,000. Then they have a general 
manager in the east, who receives $27,000 and a general manager in 
the west at $18,000, a chief of motive power, $29,700, and then there 
are general attorneys and attorneys receiving $13,000 and $14,000, up 
to $25,000 per year. And yet these railroads are trying, so I am 
informed, through lobbying methods, to wreck the accounting and 
auditing and valuation organizations of the Interstate Commerce 
Commission. 

For instance, take the case to which I just referred of the 
St. Louis & San Francisco system, which will go into the hands 
of receivers on July 1, 1932, unless they receive a substantial loan 
of $5,000,000 from the Reconstruction Finance Corporation. In spite 
of their financial condition, their president receives $63,000 a year 
and the chairman of the board and executive committee, $36,000 
a year. They list 12 other officials receiving in excess of $10,000 
per year. 


Senator Borah inquired whether there had been any reduc- 


tion in the salaries since 1929. Senator Couzens said there had 


and added: 


I understand the president of the Pennsylvania has been reduced 
from $150,000 to $135,000 as of March last. While I have no official 
record, I am informed there has been another reduction from $135,000 
to $122,500, but as to that I have not the absolute figures. 

Now let us take the Wabash Railway, which is in the hands 
of receivers and has a very large and substantial loan from the Re- 
construction Finance Corporation. The president of that system gets 
$45,000 per year, the chief operating officer gets $22,500, and the gen- 
eral counsel, $27,000 per year. In other words, one general counsel for 
one railroad company gets the same salary that is now proposed for 
three Interstate Commerce Commissioners having the responsibility 
of the accounting and looking after the regulation of all the railroads. 

I do not want to take the time of the Senate to go all through 
these files, but at a later time I am going to ask that these may be 
made a Senate document so that senators may have all of the infor- 
mation that I have concerning the amounts of salaries and the 
amounts of overhead carried by these railroads. We hear from busi- 
ness, from railroads, from every sort of agency, condemnation of 
bureaucracy in the federal government, and yet I submit when the 
Pennsylvania Railroad has to carry 100 employes whose salaries 
aggregate over $2,000,000 a year, it is evidence that there is undoubt- 
edly a great deal of bureaucracy and unnecessary overhead expen- 
diture there. 


Johnson, Norris, LaFollette 


Senator Johnson, of California, asserted, as did Senator 
Norris, of Nebraska, that the committee amendment “seeks to 
give to the railroads of the country substantially $360,000,000,” 
by destroying the valuation bureau. The $360,000,000 is the 
recapture estimate that Commission employes prepared and that 
was submitted to the House committee on interstate commerce 
by Commissioner Eastman, with the qualifications he attached 
thereto as set forth in The Traffic World last week. Senator 
Johnson said the steel corporation roads owed $56,258,000 or 
about 15.6 per cent of the total $360,000,000. He said the divi- 
dends paid by those roads between 1920 and 1930 totaled $84,- 
947,625 and that, ‘‘of course, they can pay.” 

Senator LaFollette, of Wisconsin, said what was proposed 
by the reduction to $750,000 was repeal of the valuation act. 
He read a letter from Commissioner Eastman pleading in effect 
for rejection of the cut on the valuation item. The commis- 
sioner said the $883,560 for the Bureau of Accounts represented 
a severe reduction, but that the cut in the case of the Bureau 
of Valuation would ruin that bureau if made effective. In his 
judgment, he said, the record of the Commission showed that 
it had never asked for greater appropriations than needed. 

The Wisconsin senator, who named his father as the senator 
who had put through the valuation act, said the railroads and 
their friends would be delighted to have the Bureau of Valua- 
tion destroyed. He charged that the proposal to reduce the 
valuation appropriation was part and parcel of “the campaign 
which has been carried on in this country to wreck not only 
the valuation division of the Interstate Commerce Commission, 
but finally and eventually to curtail its activities altogether.” 
Continuing, he said: 


The wildest and most absurd kind of charges have been made 
that the Interstate Commerce Commission has resulted in wrecking 
the railroads, whereas, on the contrary, any person who has studied 
the problem knows that it is the Interstate Commerce Commission 
which has made it possible for the railroads to survive the impact 
of the general economic situation as well as they have done. 


The Interstate Commerce Commission is responsible for curbing 
the unjustifiable and indefensible financial policies of the railroads. 
It forced the railroads to adopt an account system which would pro- 
tect not only the stockholders, but also the shippers and the traveling 
public. It is the Interstate Commerce Commission which has stood 
four-square against mergers and consolidations such as that proposed 
by the Van Swearingens, and it was only when they found the new 
device of holding companies that they were able to go on with their 
scheme for unloading upon the public millions upon millions of dollars 
of worthless securities. It would be a tragedy, in the face of the 
emergency character of the depression, for us at this time to strike 
down the only arm of the federal government which can protect the 
public interests in meeting some of the critical transportation prob- 
lems which will arise. 


As has been suggested in the concluding paragraph of the memo- 
randum, which I have read to the Senate, and as I have suggested 
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myself upon the floor of the Senate on several different occasions, 
if the present economic trend in this country continues in the direction 
which it has been going in the last 26 months, it will in all probability 
be necessary for the government to take over the steam-transpor- 
tation system of the United States in order to secure a distribution 
of the essential commodities—food, clothing, and other materials— 
without which the great metropolitan cities cannot exist for more 
than 48 hours. Can it be that intelligent senators charged with the 
responsibility of protecting the public interest will now do away 
with the valuation division? If the necessity arises of taking over 
the railroads it would be the only agency that checks the claimed 
value of the railroads and prove their actual value at the time when 
they were taken over. We had an experience in taking over the rail- 
roads during the war. We had experience with the exorbitant claims 
which they presented when they were returned to private managemnt. 


Reasons for Reduction 


Senator Smoot, of Utah, said the reason the appropriations 
committee reduced the valuation item was that it felt that in 
such a time as this it would be almost useless to continue the 
valuation of property when no One could really arrive at what 
the real valuation might be. 

Senator Copeland, of New York, said the impelling motive 
was to reduce the total appropriation in order to comply with 
economy requirements and that it was thought that the cut 
might be made in the valuation item. He said from what he 
had heard in the course of debate that perhaps it was an un- 
fortunate thing the committee had done. 

Senator Smoot said no railorad man ever appealed to him 
about the valuation appropriation. Senator Copeland said he 
did not believe there was a bit of railroad influence “either 
pro or con involved in this cut.” Senator Smoot said the com- 
mittee was told that the “basic valuation of the railroads” had 
about been completed and that it was thought, therefore, there 
could be a substantial reduction there. 

Senator Norris spoke for rejection of the committee amend- 
ment, reiterating his statement that approval of the amendment 
meant preventing collecting of $360,000,000 of recapture money 
“due the government of the United States” by the railroads. 
He referred to estimated recapture amounts “due” from the 
steel corporation railroads. He said the amendment should be 
rejected so the Bureau of Valuation “may continue to ripen into 
legal effect these amounts that are due the government of the 
United States from the railroads.” 

The Senate and House conferees on the independent offices 
appropriation bill approved the provisions of the bill relating 
to the Commission, as passed by the Senate, with the exception 
of the items covering valuation and the Bureau of Accounts. 
As to valuation the conferees agreed on the appropriation of 
$2,750,000 for valuation work but inserted a provision that the 
money should be for “complete carrying” out the valuation work 
insteady of to “carry” out the work. The amendment of the 
Senate committee on appropriations that reduced the amount 
for valuation from $2,750,000 to $750,000 included a provision 
that the $750,000 should be used to complete the work. 


As to the item for regulating commerce (Bureau of Ac- 
counts), the conferees reduced the appropriation from $883,560, 
as provided by the Senate, to $683,560. The House amount on 
this item had been $383,560 and the Senate had increased it 
$500,000. 

President Hoover signed the 
priation bill. 


SHIPPERS AND CARRIERS MEET 


A joint conference of shippers and railroad traffic officers 
was held in Grand Rapids, Michigan, June 28 and 29. under the 
auspices of the Grand Rapids Association of Commerce. It 
was arranged by Traffic Commissioner Leo E. Golden, of that 
organization, and was attended by shippers and representatives 
of shippers’ organizations from the principal cities of the lower 
Peninsula of Michigan and by railroad traffic officers of the 
major railroads operating in the lower Peninsula. 

The purpose of the conference, as explained by Mr. Golden 
in his call, was to consider ways and means of developing rail- 
road haulage of freight traffic. He said: 


independent offices appro- 


It is fundamentally assential that the transportation unit be in 
accord with the sales unit. If the maximum sales unit is ten tons, 
it is manifestly unsound to prescribe or to adhere to a transportation 
unit of twenty tons. Many people are conv‘nced that it is out of the 
question for the railroads to do anything to meet existing situations. 
We believe that it is entirely within their power. We believe that 
it is time now to forget, or at least to minimize, the past; to honestly 
recognize the present; and to ser‘ously build for the future. We 
believe it is most opportune for the shippers to come together with 
the executives of the railroads and, in a friendly cooperative atmos- 
phere, discuss our mutual problems and endeavor to fit transportation 
to commerce to the end that those engaged in transportat‘on and 
those engaged in commerce may mutually benefit. 


After full discussion in the two-day conference, the ship- 
pers particpating in the conference unanimously adopted the 
following “declaration:” 


The shippers of the lower peninsula of Michigan participating 
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directly or through their accredited representatives in the Joint Ship- 
per-Railroad Conference for the Promotion of Railroad Haulage of 
Freight Traffic, in Grand Rapids, Michigan, June 28 and 29, 1932, after 
full discussion of these subjects, declare their present belief that: 


1. Carload Minimum Weights 


(a) Carload minimum weights should not exceed the weight which 

can oe be loaded, having regard both for the loading charac- 
teristics of the commodity and the s'zes and types of cars generally 
available and generally used. 
. (b) So far as is practicable, the transportation unit, as expressed 
in prescribed minimum weights, should be harmonious with the 
generally prevailing sales unit, and to the extent that existing m‘ni- 
mum weights are in excess of the quantity which can be generally 
marketed it is essential, for railroad haulage of the traffic, that such 
minimum weights be immediately reduced. 

(c) Where minimum we'ghts as now prescribed are usable but 
where truck competition is nevertheless existent, there should be 
established, additional to the regularly prescribed minimum weight, 
an alternative minimum equivalent to a truck load at a rate which, 
or nga with such m‘nimum, will meet the general truck com- 
petition. 


2. Demurrage Charges 


(A) Demurrage charges should be revised to a basis of $1.00 per 
day for the first four days beyond the free time and $2.00 per day 
thereafter. 

(B) Free time on commodities such as lumber, requiring more 
than the usual time for unloading, should be three days instead of the 
general allowance of two days. 

(C) Demurrage rules and charges should be considerate of the 
fact that the five-day week is a present actuality for many industries 
and that Saturday is now, quite generally, a holiday. 

(D) The average agreement should be revised so as to allow the 
off-setting of accrued debits, on cars loaded and unloaded, with the 
aggregate credits earned on cars loaded and unloaded. It is hurtful 
to the railroads’ best interests to restrict the credits earned on cars 
loaded to the debits accruing on cars loaded, and the credits earned 
on cars unloaded to the debits accruing on cars unloaded. 

(E) It is the recommendation of this conference that this subject, 
with these specific suggestions, be referred to the American Railway 
Association and to the National Industrial Traffic League for im- 
mediate investigation and consideration. 


3. Commodity Rates vs. Class Rates 

Commodity rates should not exceed the class rates on the same 
traffic between the same points. Until commodity rates have been 
revised to conform to this principal, there should be general and 
specific provisions for the alternative application of class and com- 
modity rates. 


4. Trap Car Minimum Weights 

The central territory lines should i 
ene | of reducing the trap-car minimum 
than 6,000 pounds. 


5. “All-Freight’” Rates 

The Central Freight Association should adopt the “all-freight’’ 
basis of carload rates and minima as now in effect in Western Trunk 
Line and Illinois Freight Association territories, namely: 70 per cent 
of first class, minimum 12,000 pounds; 55 per cent of first class, mini- 
mum 25,000 pounds; 42 per cent of first class, minimum 40,000 pounds. 

The efforts of the railroads should be directed towards simplifying 
their tariff provisions, rules, etc., so as to relieve the shipper of any 
necessity for analytical study to determine the cost and convenience 
of railroad transportation. 


6. Stop Off Privileges. 


Stop off privileges should te uniformly allowed on all freight 
which from its nature or from its manner of packaging may be con- 
veniently loaded or unloaded in accurately determinable quantities. 
This principle is in practice in C. F. A. territory and should be ex- 
tended throughout official territory. 


7. Reconsignment of Coal. 

The railroads should allow at least one free reconsignment of coal 
at original destination where no additional operating costs are entailed 
thereby. 


immediately determine the 
weight to not more 


8. Rates on Coal. 

There should be a spec‘al conference of Michigan community, 
commercial and industrial representatives with the Michigan railroad 
officers and with the officers of coal-originating lines, for considera- 
tion of bituminous and anthracite coal rates into the lower peninsula 
of Michigan. 


9. Revised Class Rates. 


The possible effectiveness of meeting truck competition for hauls 
up to 250 miles through a revision of the class rates for such dis- 
tances, along the lines of the W. T. L. Executives’ Revised Schedule, 
should be determined through studies of railroad and shipping in- 
terests of this territory and the subject should be jointly considered, 
after such studies, and as soon as possible. On this same question 
of effectively meeting truck competition, there should likewise be 
studied and determined the desirability of or necessity for augmenting 
railroad service with pick-up and delivery service and without change 
in the present rates. Such pick-up and delivery service, if arranged 
for, should be railroad-operated and there should be no allowance 
made to the shipper or receiver who utilizes his own or another’s 
facilities, in preference to the railroads’ facilities, for performing 
the pick-up or delivery service. 


10. Zone “C”’ Arbitraries. 


The general welfare of all of the lower peninsula can be most 
effectively promoted through the industrial, commercial and agri- 
cultural development of that part of the lower peninsula north of 
the Muskegon-Bay City Line, now designated as Zone C territory. 
To that end there should be no higher scale of rates imposed upon 
that section of the lower peninsula than applies elsewhere in Michigan 
and every effort should be directed towards attracting industry to 
that part of the state. If the elimination of the Zone C arbitraries 
cannot be immediately accomplished as to interstate traffic, it should 
nevertheless be accomplished as to intrastate traffic. 


11. Transcontinental Adjustments. 
Group C, with respect to transcontinental adjustments should, of 
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necessity, be treated relatively always as is Group D. The line serv- 
ing Zone C should endeavor always to keep Zone C in harmony with 
Zone D, as to rates, minimum weights, rules, etc., regardless to 
what may be determined relative to the application of such rates. 
Minimum weights and rules, etc., to or from Groups B or A. 

12. Functions of Rate and Classification Committees 


In the interest of assisting the railroads to regain lost traffic and 
to avoid further losses of traffic, the Rate and Classification Com- 
mittees should, except for unusual circumstances or requirements, 
avoid during this period of emergency the docketing of rate or rating 
increases. 

There should be developed some effective method for the prompt 
handling and disposition of subjects which are and must be presented 
to the Classification Committees so as to not delay, for the presently 
required period of docketing and regular hearings, the disposition 
of proposals prompted by the immediate necessities of the proponents. 

The Official Classification Committee should report to parties 
directly evidencing their interest therein the disposition of subjects 
on their dockets. 

13. L. C. L. Ratings 


Except for due and necessary recognition of unusual hazards based 
upon value or inherent nature of the goods, less than carload ratings 
higher than first class should be generally avoided. 

14. Bracing and Dunnage Requirements 


Rules relating to the use of bracing and dunnage in box cars 
should be revised to relieve the shipper of any transportation charge 
on the dunnage or bracing required by the railroads for the protection 
of the load against claims, 


The conference closed, it is said, with a definite impres- 
sion that the railroads are anxious to receive suggestions from 
the shippers and are desirous of matching railroad service, 
costs, rules, etc., with industrial and commercial requirements 
as far as possible, and that no shipper or receiver should de- 
cide that the “Railroads can’t do this” until he has definitely 
discussed the desired service or revision, or whatever it may 
be, with the railroads. 

It was unanimously agreed that further joint conferences 
of the same character should be held and it is planned to hold 
another general conference of the Michigan shippers and Mich- 
igan railroad officers in the early fall. 


CENTRAL WESTERN BOARD 


Industries reporting to the tenth annual meeting of the 
Central Western Shippers’ Advisory Board at Troutdale-in-the- 
Pines, Colorado, June 21, estimated that there would be loaded 
and offered to the rail carriers by twenty-nine major commodity 
lines, a total of 336,785 cars of freight in July, August and 
September. This compares with 407,459 cars handled by the 
carriers last year in the same period and represents a decrease 
of 70,674 carloads, or 17.3 per cent. 

An exceptional increase was forecast in the volume of 
apples and fresh fruits, amounting to 5,361 carloads more than 
moved last year, or 96 per cent. Automobiles, trucks, and 
parts were estimated at 34 per cent increase over last year’s 
volume. and a slight increase in iron and steel products is 
anticipated. 

The territory to which these estimates apply are the states 
of Colorado, Idaho, Nebraska, Utah, and Wyoming. 

Colorado industries estimated increases in corn, 134 cars; 
oats, 20 cars; hay, straw, and alfalfa, 134 cars; dried beans 
and peas, 46 cars; apples and other fresh fruits, 4,506 cars; 
cattle and hogs, 1,337 cars; iron and steel, 63 cars; autos, 124 
carloads; chemicals and explosives, 89 cars. The total esti- 
mate of loadings for 29 commodities is 87,461 cars, which is a 
decrease of 11.7 per cent under last year. 

Idaho industries estimated decreases in all commodity 
movements except fresh vegetables, coal and coke, cement, brick 
and clay products, and sugar beets. The total estimate of load- 
ings for 29 commodities is 26,474 cars, a decrease of 11 per 
cent under last year. 

Nebraska anticipates increases of 54 per cent and 30 per 
cent in apples and fresh fruits and automobiles, trucks, and 
parts, respectively, with decreases in all other carload com- 
modities aggregating 24,679 cars, or 16.8 per cent under last 
year. 

Utah expects increases of 38.4 per cent in apples and fresh 
fruits; 23.2 per cent in canned goods; 126 per cent in wheat; 
24 per cent in oats; 10 per cent in flour and mill products, and 
95 per cent in miscellaneous grains. Decreases estimated in 
all other commodities aggregate 5,200 carloads, or 16.5 per cent 
under last year. 

Wyoming expects increases of 1.5 per cent in cattle ship- 
ments and 75 per cent in grain and mill products, with de- 
creases in all other commodities of 2,848 carloads, or 10.8 per 
cent under last year’s actual loadings. 

These data were obtained from a total of over sixty com- 
modity committees in the five states represented. 


‘Regulation of Trucks 


A resolution advocating the enactment of such laws, intra- 
ate,~as” will placé “all” trucks for. hire 


ona tar-and Lomparadl fe Fesila ted basis” with rail carrier 
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transportation, was adopted after a debate on the subject, “Co- 
Ordination of Railroad and Tru 
A Tution cating retroactive abolition of the recap 


resolutio 
ture clause of the transportation act to the date of its enactment 
was adopted. 

The special committee of the agricultural council of the 
board recommended that the Secretary of Agriculture be re- 
quested immediately to lift and cause to be rescinded all 
restrictions, embargoes, and quarantines between the states 
of Nebraska, Wyoming, Colorado, Arizona, California, Utah and 
Idaho, based on the existence of the alfalfa weevil, and that 
the Western Plant Quarantine Board and the several state 
departments of entomology, including all those states com- 
prising the membership in the Western Plant Quarantine Board, 
be advised of this request and urged to cooperate; also that 
all commercial organizations in Montana, Oregon, California, 
and Arizona be informed of the attitude in the Central Western 
Board district. 

J. W. Shorthill, secretary-treasurer of the Farmers’ West- 
Central Grain Company, Omaha, Neb., was elected general chair- 
man of the board. Otto Bock, attorney from Denver, and A. M. 
Hays, traffic manager for Hendrie and Bolthoff Manufacturing 
& Supply Company, of Denver, were elected alternate general 
chairman and general secretary, respectively. 

Lieutenant Governor Johnson, of Colorado, J. A. Gallaher, 
commerce counsel for the Denver and Rio Grande Western, Den- 
ver, Warren Fuller, assistant to the traffic vice-president, Burl- 
ington, Chicago, and Cullen N. Wright, manager of public rela- 
tions, Western Public Service Company, Scottsbluff, Nebraska, 
were speakers at a banquet presided over by Otto Bock, of 
Denver, at the conclusion of the meeting. 

The next meeting of the Board will be held in Scottsbluff, 
Nebraska, September 20. 

There were 275 registrations. 


POSTAL FEE BILL 


President Hoover has signed a bill providing for a revision 
of the fees for domestic registered, insured and collect-on- 
delivery matter, and for the collection of surcharges in con- 
nection with domestic registered mail and insured mail treated 
as registered mail, and is effective July 1, 1932. 

“When the amount covered by the registration fee does 
not represent the full value of the matter mailed, there is to a 
surcharge based upon the value of the article and the distance 
hauled,” says the Post Office Department. “The measure also 
provides that the Postmaster General may, in his discretion, 
accept registered mail of a value in excess of the present limit 
of indemnity, $1,000, but not in excess of $10,000, when such 
mail is not insured with any commercial company or other 
insuring agency, the fee chargeable for the risks assumed being 
fixed ratably at the rate for $1,000. In this respect there is 
inaugurated an extension of the limit of indemnity which the 
Postmaster General, in his discretion, may cause to be rein- 
sured in whole or in part with any commercial insurance 
companies. 

The Post Office Department has advocated the principle of 
a balanced budget. In the case of registered mail, in the fiscal 
year 1931 there was an excess of expenditures over revenue of 
$8,516,387.52. It is expected that the new law will make pos- 
sible a large reduction in this loss, at least by one-half. In 
the case of registered mail the purpose of having service self- 
supporting is justified not only by the broad principle that the 
service should be self-supporting but by the value of the service 
to the patrons. The transportation of valuables in the mails 
represents a substantial service, the cost of which in the past 
has not been adequately compensated by the fees charged. The 
present bill requires a declaration of the value of the article 
and introduces differential charges based first on the value of 
the contents of the package, and second, where the declared 
value is $1,000 or more in excess of the indemnity payable 
under the fee for registration, on the element of distance carried 
as represented by the zone applicable to fourth class or parcel 
post matter.” 


ROLLING STOCK ADDITIONS 

Class I railroads of the United States in the first five months 
of 1932 placed in service 1,671 new freight cars, according to 
the car service division of the American Railway Association. 
In the same period last year, 6,448 new freight cars were 
placed in service. The railroads on June 1 this year had 2,534 
new freight cars on order compared with 7,617 on the same 
day last year. The railroads also placed in service in the first 
five months this year 22 new locomotives compared with 71 in 
the same period in 1931. New locomotives on order on June 1 
this year totaled 18 compared with 51 on the same day last 
year. Freight cars and locomotives leased or otherwise acquired 
are not included in the above figures. 
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Aur Transport Builds for the Future 


United Air Lines, as Largest Air Transport Operator in the World, Gives Clue to the Industry— 
Route Mileage Said to Be Virtually Completed—Miultiplication of Schedules, Increased 
Speed and Dependability Next Stage of Development—Company Now 
Flies More Passengers and Mail at Night Than in Daytime 


By HoMeER H. SHANNON 


of joy and sorrow to its credit, commercial aviation is 

regarded by not a few officials identified with this new 
transportation industry as having arrived at something like 
maturity. Always a precocious child, the industry now talks of 
“trends” and “experience” in a- way that carries conviction. 
Contact with the major officials is all that is needed to convince 
one that youth, with its cocksureness as it advances 
on yet unconquered worlds, has passed for the in- 
dustry. Ambition and steadiness of purpose are 
there, however, solidly founded on the not incon- 
siderable success of the six short years since the 
epochal flight of one Charles Lindbergh did so 
much to make the public conscious of its possi- 
bilities. 

United Air Lines—what it is and what it hopes 
to be—may well serve as an index to the entire 
industry. The fact that, after so short a time, there 
should be an air transport organization flying mail, 
express, and passenger planes from coast to coast 
and from Canada to Mexico is the best illustration 
possible of the precocity of the child. The first 
scheduled passenger transport service by air in this 
country was begun in September, 1925. The first 
contract let by the Post Office Department to a pri- 
vate company for carrying mail was signed in Febru- 
ary, 1926. It was not, however, until 1927 that the real 
development of the industry of commercial air transport began. 

Even so, according to P. G. Johnson, president of United Air 
Lines, the period of spectacular expansion is largely past. The 
main outlines of the service have been drawn. As to the secur- 
ity of the industry’s foothold (or should it be winghold?) he feels 
no uncertainty. For the future he sees progressive development 
and intensive cultivation of the territory occupied. As head of 
the largest company of its kind in the world, his view is not 
without weight. 


W «: little more than a half dozen years in this world 


Education Job Ahead 


“While, commercially, air transport is only six years old, 
it should not be in too much of a hurry to get people off the 





United Airport at Burbank, at the edge of Los Angeles. 
300 feet wide and 3,500 feet long, and 3,000,000 square feet of pavement. 


It has five runways 


ground,” he says. “Our job is an educational one, largely, and 
it will not do to press the pupil too hard. We must, within 
limits, bide our time until acceptance comes. All new agencies 
of transportation have had to do that, more or less. But for the 
fact that this is an age of tremendous material advancement 
and scientific marvels, making acceptance easy, we might have 
to wait longer than the agencies that have preceded us. For the 





The night transport ready to take off. Planes of United Air Lines fly more miles 


at night than are flown by all European lines. 


first time, transportation has left the surface of the earth, is 
making commercial use of a three-dimensional roadbed. It is 
natural that acceptance of the full benefits of this new medium 
should come after some hesitation, but it is just as natural that 
the addition of another dimension to travel should not be re- 
jected—that the added dimension should present almost limitless 
possibilities for the agency using it.” 

As to the maturity of air transport, another official of the 
company expressed the opinion that, broadly speaking, there 
was little prospect of any considerable expansion in the visible 
future of route mileage now in operation. Plane mileage— 
vehicle travel over the routes—might multiply almost indefi- 
nitely, he said. He pointed out that, at present, 
there were three transcontinental routes between 
east and west coasts; that there was a north and 
south route on both the Atlantic and Pacific sea- 
boards, and that there were north and south routes 
terminating at Cleveland, Chicago, Minneapolis, and 
Cheyenne—to simplify the picture somewhat. The 
likelihood of one major addition to that framework 
in the near future has been discussed. That is 
the creation of a fourth transcontinental route from 
Minneapolis to Seattle. Based on a survey already 
made by the Department of Commerce, it will require 
expenditure of something like a half or three-quarters 
of a million dollars to place that route in service. 
There will be, of course, numerous branch lines, 
short connecting links, and other relatively small- 
scale developments before the airways system of the 
country is completed, it was explained. Straight line 
plane service will displace a triangular rail service; 
the ability of the plane to go over mountains will, 
in some cases, reduce travel time to a fifth or sixth, 
or even less, of that required by surface transporta- 
tion; impediments in the walk of older agencies will 
be reason for using the third dimension in moving 
people and things for short distances, in many in- 
stances. Otherwise, it is pointed out, commercial air 
transport has, in six years, done what required more 
than sixty years in the case of the railroads. Use 
of basic roadbed, it is made clear, is entirely an- 
other matter. 

Coordination 


To the extent that this reflects the views of the 
industry generally, the future of air transport is 
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closely linked with that of the established agencies of ground 
transportation. Thirty, forty, or even fifty thousand miles of 
airways will not provide national transportation on a fine scale. 
The essential superiority of air transport is that of speed, as em- 
phasized by United Air Lines officials. That necessarily means 
long flights and infrequent stops. The day of a single monopo- 


listic transportation agency is past, according to this view, and 
the officials of this company feel that there is peculiarly little 





Ground and air express connect. 
but not in the volume hoped for with better times. 


conflict of interest between air transport and, for instance, the 
railroads. Many examples were cited in support of the conten- 
tion that the new agency would create new business for the rails. 
By means of joint rail-plane services, for illustration, the busi- 
ness man can reach the Twin Cities from New York without loss of 
a business hour. He can leave the latter in the late afternoon by 
plane and arrive in Chicago in time for the overnight train to Min- 
neapolis. Parks and vacation spots are accessible without extrav- 
agant loss of time in travel, with rail and plane providing the 
spice of diversity and their coordination profiting both. The varia- 
tions on that theme known to the aviation official are without limit. 


The Physical Plant 


But as to United Air Lines itself. The company 
came into existence as the operating subsidiary of 
United Aircraft and Transport Corporation in 1930. 
The latter was organized around Boeing Air Trans- 
port and affiliated manufacturing units and the Pratt 
and Whitney Company, manufacturer of airplane en- 
gines and other aviation equipment. At present, 
United Air Lines embraces four pioneer air lines, 
including Boeing and Pacific Air transport, which 
was an affiliate of Boeing at the time the present 
company was created. Varney Air Lines and Na- 
tional Air Transport have been added since. Each 
of the four operating companies was the first air 
transport company to fly its particular route, and 
all were early carriers of air mail, having obtained 
contracts from the government under competitive 
bidding. 

At the time it was absorbed by the larger or- 
ganization, National Air Transport was flying be- 
tween New York and Chicago and Chicago and Dal- 
las. At Chicago, it connects with Boeing, which 
reaches San Francisco. The other main arteries of 
the system are represented by the route of Varney 
Air Lines, extending from Salt Lake City to Spokane 
and Portland, and that of Pacific Air Transport, from 
Seattle to San Diego, along the west coast. The 


companies retained their operating identities until 
July 1, 1931, when management and operating func- 
tions were consolidated. 

The physical inventory of the company includes 
a hundred transport planes, of which thirty-seven are 
Port facilities are owned 
Depot hangars 


six to eight ton tri-motors. 
or leased in 42 cities in 20 states. 
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Coast to coast ‘‘Limited’’ leaving Chicago at 4:30 p. m. 
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have been built by the company in some twenty cities, ranging 
in cost from forty to a hundred thousand dollars, and three 
principal overhaul bases are maintained. They are at Chicago, 
Cheyenne, and Oakland. The employes of the company number 
approximately 1,000, of which 150 are pilots and co-pilots. The 
statement is made that it requires four trained technicians on 
the ground for every plane in the air. All the planes are 
equipped with two-way radio telephone and other modern equip. 
ment, and each of the tri-motors carries a pilot and 
co-pilot, as well as hostess or steward. 

This year the company expects to fly, in round 
numbers, 15,000,000 plane miles—an increase of 
4,000,000 over 1931. The increase is largely due to 
an increase in schedules. A somewhat striking fea- 
ture of the services is covered by the statement that 
United Air Lines now carries more mail and passen- 
gers at night than in the day. The first coast to 
coast night passenger service was put in effect by it 
only a little over a year ago, when National Air 
Transport and Boeing began a through trans-conti- 
nental service. There are at all times twelve com- 
pany planes in the air and, frequently, as many as 
eighteen, according to its officials. Division points 
are from three to four hundred miles apart and each 
plane flies from 700 to 1,000 miles on a run before 
the load is transferred. 

Since the first of the year, passenger rates have 
been competitive with rail rates. They average 
about six cents a mile, which is only slightly in 
excess of the rail rate, plus Pullman, between the 
principal terminals of the country. The opinion was 
expressed by United Air Lines officials that, in this 
sense also, the business is fairly mature. It was 
thought that the existing passenger rates would re- 
main fairly stable. Express rates, on the other hand, 
were said to be in a high state of flux. No one pre- 
tends to have a clear idea of what may develop in 
that connection. While the express business is 
growing, it is explained, it has not increased with 
the same rapidity that the passenger business has. 

“When times return to normal, we think the 
business will come,” said Mr. Johnson. “Until we 
begin to get volume we can’t do much speculating as to a proper 
basis for the rates.” Attention was called to the fact that a 
20 per cent reduction in passenger rates had given a 35 per cent 
increase in air travel in the first two months of the year and 
that air passengers had increased 111 per cent in the first four 
months of the year, part of that being seasonal. Reductions in 
express rates ranging as great as 80 per cent had not brought 
such large increases in that type of business. 


Subsidy 
As to the ability of the air lines to survive without govern- 


business, 








) Passengers arrive at 
the west coast in time for luncheon the next day. 
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ment aid, Mr. Johnson took the position that it was impossible 
to disassociate the commercial aspects of the industry and those 
having to do with national safety. He held that a healthy avia- 
tion industry was just as important to national defense as an 
adequate merchant marine, and that the principles followed in 
the one case were good in the other. However, he took the 
position that the “subsidy” charge had been “over-worked.” In 
the last fourteen years, according to the Aeronautical Cham- 
ber of Commerce, the Post Office Department had _ spent 
67 million dollars in the development of air mail. It estimated 
that it had received, in return, 20 million dollars from 
the mail carried, making an out-of-pocket cost of 45 million 
dollars. Against that, he said, it was reasonabiy just to set the 
many millions of dollars that had been saved to commerce and 
pusiness through the operation of air transport. “One can say 
with entire certainty,” he added, “that public gain has not been 
limited to a matter of rates.” 

Attention was called to the declining rate of pay received 
by the air lines for mail service. The pound-mile cost to the 
government had decreased 67 per cent in the last four years, 
it was stated, while loads had increased 52 per cent. The cost 
to the government of the air mail service on a cargo-mile basis 
had decreased from $1.09, in 1929, to an estimated 60 cents 
in 1932. 

Regulation 


While, for the most part, the air transport industry has not 
clearly formulated its views as to regulation of its services by 
the Interstate Commerce Commission, or a similar body, it was 
pointed out that the earnings of the industry were now about 
as effectively regulated by the Post Office Department as the 
earnings of the railroads by the Commission. Accountants of 
the Post Office Department, it is explained, have access to the 
accounts of the air mail lines and know the state of their 
finances. Rates are scaled accordingly. Also, through the De- 
partment of Commerce, the airworthiness of equipment, qualifi- 
cations of pilots, responsibility of the operators, and other details 
of the business are closely checked. In some quarters, the 
opinion was expressed that substantial sentiment favoring regu- 
lation of interstate operations similar to that applicable to rail- 
roads was gaining headway. Without the security and business 
stability provided by certificates of convenience and necessity, 
air line operators frequently hesitate to plan for five or ten 
years ahead, it is explained. 


Industry Trends 
As to trends of the industry revealed by the affairs of United 
Air Lines, they were briefly summarized as an effort to provide 
speed and more speed, and to increase dependability. Multiple 
schedules as an essential feature of a transportation system 
is now an accepted principle, it is-stated. Planes are to be 
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faster and ships of smaller size are more in favor. It was 
recalled that a few years ago a good deal of talk was heard of 
the eventual introduction of transports accommodating thirty or 
forty passengers, or more. United Air Lines’ answer to that 
is that it is investing approximately two million dollars this year 
in a fleet of fast, two-motor ships designed for ten passengers 
and a mail and express load of 500 pounds. When these ships 
are placed in service, it is said, the present schedule of 27 hours 
between San Francisco and New York will be reduced to 23 
hours, and the time between New York and Chicago will be cut 
from 6% hours to 5 hours. 

Eventually, passenger and express revenues may exceed 
mail revenues, if the officials of this line are not wrong. 
Terminals will be closer to the business centers of cities. 
Existing airports will be used as “round houses,” or service 
depots, while depot terminals close in to business centers will 
be without hangars or any of the other service requirements 
now common. The assurance of air transport officials in their 
position is frequently expressed in the assertion: ‘Civilization 
has never rejected a faster mode of transport.” With that con- 
viction, they are building permanence into their foundations. 


AIRCRAFT AID BILL 


Objection by Senator Bratton, of New Mexico, blocked con- 
sideration of H. R. 8681, as amended by the Senate commerce 
committee, providing for mail contracts for aircraft in foreign 
commerce, June 27, in the Senate. The senator said the bill 
authorized the Postmaster General to enter into contracts for 
the transportation of mail by airships or other aircraft and 
that he did not think such a thing should be undertaken at 
this time. 


AIRWORTHINESS REQUIREMENTS 


The usual annual conference with aircraft manufacturers 
relative to projected revisions in the airworthiness requirements 
of air commerce regulations for aircraft will be omitted this 
year unless there is some unexpected development, according 
to Clarence M. Young, Assistant Secretary of Commerce for 
Aeronautics. It has not been found necessary to propose any 
major changes to the regulations this year, Mr. Young explains, 
and the aeronautics branch believes that the few points under 
consideration are of insufficient importance to justify the ex- 
pense to the industry of a general conference. 

The few proposed changes to the regulations that are now 
being drawn up will be mailed to manufacturers for their com- 
ments. The manufacturers have been invited to forward any 
criticism that they may have, and the aeronautics branch will 
welcome discussions with them, either by correspondence or 
by direct contact. 
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OCEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


With one of the few full cargo grain fixtures reported in 
the last week closed at the new low rate of 6c from Montreal to 
Antwerp or Rotterdam, with an option for Hamburg at 7c for 
prompt loading, the grain trade is, perhaps, at its lowest ebb. 
The great majority of the business done was by berthed boats. 
A Greek steamer fixed from the Gulf to Greece on the basis of 
2s 9d for the last half of July, a 1,317 net ton Norwegian vessel 
from Montreal to Sweden and/or Finland at 11c for July and 
another for the Continent from Montreal on the basis of 6%c 
Antwerp or Rotterdam, 7c if both ports, just about summarizes 
the past week’s trade. 

A feature of the transatlantic sugar market was the fixture 
of a 7,500-ton steamer from Cuba to the United Kingdom-Conti- 
hent for October-November loading on the basis of 14s and 
another of a 6,000-ton vessel from Santo Domingo to the same 
destination, also at 14s. These rates, which show little varia- 
tion from going rates, are seen by many as an indication that 
no great improvement in this trade is expected by Fall. 

Another coal fixture has made its appearance—a 3,879-ton 
ship from Hampton Roads to Montevideo on the basis of $1.80 
for the last half of August. Time charters remained about as 
last reported, with no long voyages in the list of charters. An 
unusual fixture noted was that of a small steamer to take waste 
paper from New York to London at $5.50 per ton, prompt. 
The Pacific Coast trade was lifeless except for the fixture 


of a Japanese boat, 3,386 net tons, for lumber from British 
Colombia to Melbourne, at $8.25, prompt. 

The Grace Line has announced the temporary suspension 
of its “B” service between New York, Colombia, Panama, Ecua- 
dor and Peru, which has been maintained by the liners Santa 
Inez, Santa Olivia, and Santa Rita. The service will be resumed 
when business conditions warrant. Meanwhile, it is expected 
that the vessels will be laid up unless employment is found 
for them in one of the many trades maintained by the company. 


As a result of this suspension, vessels engaged in the Grace 
Line’s express service will call at Buenaventura, Colombia, 
Guayaquil, Ecuador, and Salaverry, Peru, in addition to their 
regular calls at Panama, Talara, and Mollendo, Peru; and Arica, 
Tocopilla, Antofagasta, Chanaral and Valparaiso, Chile. Vessels 
operated in the express service are the Santa Barbara, Santa 
Clara and Santa Maria. Effective July 1 they will sail at mid- 
night Fridays instead of at noon on Saturdays, as heretofore. 


The ports of Puerto Colombia and Cartagena, Colombia, 
which were included in the “B” service, will be covered by 
the company’s intercoastal vessels. 

Colonel M. Serrati, one of the three United States directors 
for the Italian Lines, has informed the Boston Maritime Ex- 
change that the company plans to start a new service between 
Boston and Mediterranean ports this fall. 


The Kerr Steamship Company, Inc., and the Pacific-Java- 
Bengal Line, jointly operating the Silver-Java-Pacific Line, have 
announced the revision of one of their services so as to offer 
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regular fast sailings from California and Gulf ports of the 
United States to South Africa and India. 

Offering of free pier facilities by the railroads at the Port 
of Philadelphia has resulted in a drift of steamship lines from 
the city piers, with the result that five municipal piers valued 
at about $7,000,000 are now vacant, William E. Bernard, assistant 
director of wharves in that city, says. He thinks free wharfage 
should be stopped. 

No contracts are being signed by the United States Inter- 
coastal Conference lines beyond August 31, the date of expira- 
tion of the conference rate agreement. In the meantime, ex- 
tension of the agreement for another six months is being 
discussed and a further meeting of the lines is scheduled for 
next week. If no agreement is reached at that time it is said 
that a general meeting may be held about July 15 on the Pacific 
coast, at which Atlantic and Pacific coast representatives will 
discuss the extension, unless the Copeland bill, providing for 
governmental control of the trade, which has already passed 
the Senate, is approved by the House in the meantime. 

Because of the keen competition for cargo it is reported 
that many abuses have been developed, such as absorption of 
charges at points of loading and delivery. In the case of lumber, 
it is said that absorptions of scow and lighterage charges 
amount in some instances to $2.50 or $3 out of the current 
rate of $10 per 1,000 feet. 

In other cases some lines are said to have been making 
allowance for trucking to consignees or shippers operating 
their own trucks. Alleged allowance of claims without investi- 
gation is another bone of contention. Recent additions of 
new ports of call are said to have involved absorptions of for- 
warding charges, thus further reducing the declining revenues 
of the lines. 

Solicitation of canned goods for shipment from the Pacific 
coast to Atlantic ports is said to have been coupled with offers 
of thirty days’ free storage on steamship company piers plus 
free segregation of consignments. This, it is pointed out, is 
merely another form of free split delivery. 

Some of the member lines are reported to be in favor of 
adoption of a pooling plan similar to that of the last confer- 
ence, but it is known that at least two of the industrial carrier 
lines would refuse to participate in any pooling plan. Other 
lines are in favor of a differential plan, with only two classes 
of rates, based on time in transit between the last Atlantic 
port of loading and the first Pacific port of discharge. 

It has been suggested that in view of the disadvantages de- 
veloped by the present three group plan, the C rates should be 
eliminated and the present scale of C line differentials be trans- 
ferred to the B lines, with the A rates as a basis. 

By reduction of the contract rate on provisions and the 
signing of contracts with the important European consignees 
supplementing the contracts already signed with shippers in 
this country, the North Atlantic-Continent Conference has ironed 
out the difficulties which developed recently because of non- 
conference competition in the New York-Antwerp-Rotterdam 
trade. Effective immediately the contract rate on provisions for 
ordinary stowage, formerly quoted at 42%c flat, has been re- 
duced to 32%c per 100 pounds on 15 per cent of each shipment 
and 421%4c on the remainder. The chief nonconference compe- 
tition lately has been in lard purchased here f. a. s. on the 
basis of low ocean rates which worked to the disadvnatage of 
those operating on a c. i. f. basis. 

The Prince Line and Kerr Steamship Co., Inc., announce 
rearrangement of itineraries and sailings of the Prince and 
Silver lines’ around the world-Far East services, so that a 
joint service will be operated by the two interests hereafter 
in this trading territory. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board June 29: 


Atlantic and Gulf ports to Hawaii (Conference 170)—The 
memorandum between American Pioneer Line, Dollar Steamship 
Lines, American Gulf Orient Line and Isthmian Line provides 
that the lines are to agree on uniform freight rates to be charged 
by all parties from United States Atlantic and/or Gulf ports 
and/or Canadian Atlantic ports to ports in the Hawaiian Islands, 
The rates, which will be established by unanimous vote, are to be 
the same from all United States and Canadian ports, and are to 
be quoted, charged and collected in currency of the United States 
or its equivalent. Rules to which each line is bound and which 
constitute a part of the understanding, are set forth in the 
memorandum, These provide, inter alia, that all rates are strictly 
net; that all contracts must be at rates specified in tariff at time 
of booking and may not contain a fall clause; that no freight 
engagement or contract shall be made at rates named for a 
period exceeding the current month and the succeeding three 
months, except when otherwise specifically provided in tariffs 
or circulars. One rule prohibits the payment of brokerage or 
return of any description. Any of the parties to the understand- 
ing may withdraw therefrom by giving thirty days’ notice in 
writing of such intention. 
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1957—Luckenbach Gulf Steamship Company, Inc., with Bar- 
ber Steamship Lines, Inc.: Arrangement covers handling of 
through shipments of hardwood lumber from the Philippine Is- 
lands to Gulf ports served by Luckenbach Gulf, with trans- 
shipment at San Francisco or Los Angeles Harbor. Transshipment 
expenses to be absorbed by carriers. 

19683—American-Hawaiian Steamship Company with General 
Motorship Corporation: Covers through billing arrangement coy- 
ering through shipments from Pacific coast ports to Buffalo, 
Syracuse and Rochester, with transshipment at New York. 
Through rates are to be the combination of the local rates of the 
participating carriers 

1961—The New York and Porto Rico Steamship Company with 
Panama Mail Steamship Company: Covers through billing ar- 
rangement covering shipments of cocoa beans from Dominican 
Republic to United States Pacific Coast ports, with transshipment 
at New York. Transfer charges at New York are to be prorated 


between carriers. 

1964—American-Hawaiian Steamship Company with Sea- 
board- Great Lakes Corporation: Covers through billing arrange- 
ment covering shipments from United States Pacific Coast ports 
to Buffalo, Rochester and Syracuse, with transshipment at New 
York. Through rates are to be the combination of the local rates 
of the participating carriers. 

1971—Panama Mail Steamship Company with Italian Line: 
Arrangement covers through shipments of canned goods, includ- 
ing fish and honey, and dried fruits from United States Pacific 
Coast terminal ports of call of the Panama Mail Steamship Com- 
pany to Naples and Genoa, with transshipment at New York. 
Transshipment expense is to be absorbed by the lines. 

1984—-Luckenbach Steamship Company, Inc., with Klaveness 
Line: Covers through billing arrangement covering shipments 
from United States North Atlantic ports of call of Luckenbach 
to Singapore, Penang and Port Swettenham, with transshipment 
at San Francisco or Los Angeles Harbor. Through rates to Singa- 
pore, Penang and Port Swettenham are to be same as direct line 
conference rates and are to be apportioned between the lines, 
Cost of transfer on all shipments is to be absorbed by the lines, 

1985—Luckenbach Gulf Steamship Company, Inc., with Klave- 
ness Lines: The terms of this agreement are the same as those 
of Agreement No. 1984 as outlined above, except that under this 
agreement (1985) with Luckenbach Gulf Steamship Company 
cargo is to originate at United States Gulf ports. 

1992—-Donaldson Brothers, Limited, Furness, Withy & Com- 
pany, Ltd., and North Pacific Coast Line with Det Ostasiatiske 
Kompagni: Covers agreement between members of the United 
Kingdom-Pacific Coast Conference and Det Ostasiatiske Kom- 
pagni, of Copenhagen, whereby the latter, in consideration of 
being supplied with copies of tariffs, and amendments thereto, of 
rates charged by the lines members of the Conference on ship- 
ments from United Kingdom ports to United States Pacific ports, 
agrees to protect such tariff rates on cargo to be carried by its 
vessels from United Kingdom ports to United States Pacific ports. 


Agreements Modified 


396-4—-Atlantic Transport Line and United States Lines et al. 
with John E. Moore Company, Inc.: Modifies an agreement ap- 
proved by the board July 28, 1925, Bureau of Regulation Agree- 
ment No. 396, between various carriers, including Atlantic Trans- 
port Line and United States Lines, engaged in trans-Atlantic 
passenger transportation, and John E. Moore Company, Inc., in 
respect to furninshing by the latter of terminal services at New 
York in connection with transportation of immigrants and other 
passengers and their baggage. The purpose of the modification 
is to record the withdrawal of the Atlantic Transport Line from 
the agreement on file and the substitution therein of United 
States Lines (United States Lines Company of Nevada) as a par- 
ticipating carrier as the successor of United States Lines (United 
States Lines Operations, Inc.) 

1635-1—Luckenbach Gulf Steamship Company, Inc., with Bar- 
ber Steamship Lines, Inc.: Modifies an agreement between Luck- 
enbach Gulf Steamship Company, Inc., and Barber Steamship 
Lines, Inc., approved by the board August 11, 1931, No. 1635, cov- 
ering through shipments from the Orient to United States Gulf 
ports of call of Luckenbach Gulf, with transshipment at San 
Francisco. The modification provides for excepting from the 
agreement shipments of hardwood lumber from the Philippine 
Islands and the addition to paragraph ‘A’’ thereof of a sentence 
covering the handling of packages of 1,000 lbs. or over by special 
arrangements. 

793-2—Compania Espanola de Navegacion Maritima, S. A. 
(Gardiaz Line) and Ybarra Line with Bull Insular Line, Inc., 
Compagnie Generale de Navigation a Vapeur and Spanish Trans- 
Atlantic Line: The agreement which is modified covers through 
shipments of general cargo from Spanish ports of call to San 
ber o and other Porto Rican ports, with transshipment at New 

ork. 

885-1—Compania Espanola de Navegacion Maritima, S. A. 
(Gardiaz Line) and Ybarra Line with Bull Insular Line, Inc., and 
Compagnie Generale de Navigation a Vapeur: Modifies an agree- 
ment covering through shipments of general cargo from Porto 
Rico to Spanish ports of call, with transshipment at New York. 

The purpose of these modifications is to record participation 


of Compania Espanlo de Navegacion Maritima, S. A. (Gardiaz 

Line) in the agreements on file in lieu of Ybarra Line. 
1385-3—-Members of Trans-Atlantic Passenger Conference 

with members of Trans-Pacific Passenger Conference: Modifies 


an agreement providing for participation of the various parties 
in the booking of passengers making around-the-world tours 
either eastbound or westbound. The purpose of the modification 
is to record the withdrawal of the Atlantic Transport Line as a 
participating carrier in the agreement on file and the substitution 
therein of United States Lines (United States Lines Company of 
Nevada) as a_ participating carrier as the successor of United 
States Lines (United States Lines Operations, Inc.) 
1885-1—-Panama Mail Steamship Company and Grace Line 
with American & Indian Line: The agreement which is modified 
is between Grace Line-Panama Mail Service and American & 
Indian Line and covers through shipments of canned goods and 
dried fruits from United States Pacific Coast ports of call of 
Grace Line-Panama Mail Service to Egyptian and Arabian ports 
of call of the American & Indian Line, with transshipment at New 
York, The purpose of the modification is to record the partici- 
pation of Panama Mail Steamship Company in the agreement on 
file in lieu of Grace Line-Panama Mail Service. 
_,_1909-1—Panama Mail Steamship Company and Grace Line 
with American South African Line, Inc., Hansa Line, Union-Clan 
Line, Union Castle Line, Houston Line (London), Ltd., Ellerman 









pro 
Shi] 
serv 
the 
bure 
pors 
forn 
of § 
fron 
of t 
the 
furt 


incr 
000, 
had 
ame 
The 
pro’ 
Boa 
$18: 
pro’ 
aut] 
whi 
carl 
mal 
the 


Shi} 
ditir 
pria 


tic 

eta 
the 
fror 
cen 
by | 
the 
and 
com 


the 
the 
con 
inju 
as ¢ 


ven 
Shi, 
beh 
Yor 
por 


brie 
and 
it. 

ton: 
the 


por 
tior 








nun o 


Be sunny 


ae 


Pre FES Dee ee Lo 


“= OD 











July 2, 1932 


& Bucknall Steamship Company, Ltd., and Prince Line, Ltd.: 
Modifies an agreement covering through prepaid shipments of 
canned goods and dried fruits from United States Pacific Coast 
orts of call of Grace Line-Panama Mail Service to designated 
South and East African ports of call, with transshipment at New 
York. The modification provides for the recording of the Panama 
Mail Steamship Company as a participating carrier in the agree- 
ment on file in lieu of Grace Line-Panama Mail Service. 

1610-C—Compania Espanloa de Navegacion Maritima, S. A. 
(Gardiaz Line) with Dollar Steamship Lines, Inc., Ltd.: Cancels 
an agreement approved by the board July 8, 1931 (1610), June 1, 
1932 (1610-1), covering through shipments of canned goods and 
dried fruit from Pacific Coast ports of call of Dollar to desig- 
nated Spanish ports, with transshipment at New York. Cancella- 
tion of this agreement is requesetd because it has been super- 
seded by a later agreement. 

1785-C—Gulf Pacific Line with Gulf-West Mediterranean 
Line: Cancels an agreement approved by the board January 20, 
1932, covering through shipments of canned goods and dried fruit 
from Pacific Coast ports of loading of the Gulf-Pacific Line to 
designated Spanish ports of discharge of the Gulf-West Mediter- 
ranean Line, with transshipment at New Orleans Cancellation of 
this agreement is requested because of no movement thereunder 
of the commodities named. 


SHIPPING BOARD APPROPRIATION 


An amendment offered by Senator LaFollette, of Wisconsin, 
providing that no part of the money appropriated for the 
Shipping Board should be used for the maintenance of a sea 
service bureau was agreed to by the Senate before it passed 
the independent offices appropriation bill. The senator said the 
bureau was established as a recruiting agency for Fleet Cor- 
poration vessels and that its functions were now being per- 
formed by United States shipping commissioners. On motion 
of Senator McKellar the appropriation for the board was cut 
from $375,000 to $250,000 on the theory that the membership 
of the board would be cut from seven to three as proposed in 
the economy bill. The items for the board were to be considered 
further in conference between the Senate and House. 

The conferees on the independent offices appropriation bill 
increased the appropriation for the Shipping Board from $250,- 
000, as provided by the Senate, to $350,000 The House figure 
had been $409,270. They also voted to strike out the Senate 
amendment abolishing the sea service bureau of the board. 
They sustained the Senate’s action of striking out a House 
provision increasing the contractual authority of the Shipping 
Board to make loans from the ship construction loan fund from 
$185,000,000 to $250,000,000, but retained that part of the House 
provision that “none of the money herein appropriated or 
authorized shall be used to make loans to any corporation with 
which the Postmaster General has made a contract for the 
carrying of the mail under the provisions of the merchant 
marine act of 1928, which contract has not been approved by 
the Comptroller General.” 

The conference report carrying the appropriation for the 
Shipping Board was adopted by the House and Senate. In ad- 
dition to the $350,000 provided for the board, $10,000 is appro- 
priated for printing and binding, making a total of $360,000. 


SOUTH AFRICA OIL RATES 


In a reply brief in Shipping Board Docket No. 72, the Atlan- 
tic Refining Co. vs. Ellerman & Bucknall Steamship Co., Ltd., 
et al., the complaining oil company submits that the charging by 
the respondent steamship lines of rates on case oil shipped by it 
from Philadelphia and New York to South Africa over 20 per 
cent higher than the rates charged on that commodity shipped 
by the Vacuum Oil Co., its competitor, is a serious violation of 
the shipping act and that a careful examination of the facts 
and the law will lead to the inescapable conclusion that the 
complainant is entitled to relief under the shipping act. 

“Whatever the contentions of the respondents may be,” says 
the brief, “the record in this case, we submit, clearly shows that 
the London controlled conference here in question has operated 
contrary to the letter and spirit of the shipping act and to the 
injury of the port of Philadelphia and the Atlantic Refining Co. 
as a shipper from that port.” 

The Port of Philadelphia Ocean Traffic Bureau, an inter- 
vener in the case, in its reply brief calls the attention of the 
Shipping Board to what it calls the fact that the brief filed on 
behalf of the Port of New York Authority assumes that New 
York is the only port in the United States “and that all other 
ports are ‘out ports.’ ” 

“It cannot be contended- with any force,’ continues the 
brief, “that the port of New York is the ‘hub of the universe’ 
and that all other North Atlantic ports are merely accessory to 
it. The port of Philadelphia is the second port in volume of 
tonnage on the Atlantic seaboard and is, we submit, entitled to 
the parity of rates contended for in this proceeding.” 


OPERATION OF BOSTON ARMY PIERS 
The Shipping Board has authorized the Merchant Fleet Cor- 
Poration to negotiate “with the various contending Boston fac- 
tions” to ascertain whether they can agree on specifications 
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for a lease of the Boston army base pier property for private 
operation in the interest of the community, and authorized the 
Fleet Corporation to proceed to advertise for bids for such a 
lease, not to exceed a term of five years, subject in its final 
ag the approval of the board. (See Traffic World, June 4, 
Dp. 1.) 

“In the meantime the Fleet Corporation is directed to con- 
tinue the operation of the army base pier property under the 
existing arrangements for which some of the Boston interests 
have expressed a preference,” said the board. 


MERCHANDISE APPRAISEMENT 


The Senate has passed H. J. Res. 336, construing section 
503(b) and the concluding provision of section 489 of the tariff 
act of 1930, pertaining to the appraisement and reappraisement 
of merchandise entered under certificate indicating dispute be- 
tween the customs authorities and the importer as to the 
proper value of the merchandise the importer is seeking to 
bring in. As construed by the joint resolution, now passed by 
both houses of Congress, the appraisement and reappraisement 
of merchandise entered upon certificate shall have the same 
force and effect as if the entry had been made in the ordinary 
way instead of under the certificate plan. The resolution fur- 
ther provides that entries covered by certification of the im- 
porter shall be liquidated in accordance with the final appraised 
value of the merchandise covered by certificate or certificates. 





MERCHANT TANKSHIPS SHOW INCREASE 


The number of American merchant vessels equipped as 
tankers made a slight increase in the nine months ended March 
31, according to A. J. Tyrer, commissioner of the Commerce 
Department’s Bureau of Navigation. 

On March 31, there were 719 vessels of 2,681,571 gross tons 
in the tanking service as compared to 691 vessels of this type 
of 2,643,149 gross tons on June 30, 1931, an increase of 28 vessels 
of 38,422 gross tons. 

The greatest increase in number was in the unrigged class, 
there being 184 unrigged tankers of 103,253 gross tons on 
March 31, as compared to 166 vessels of 92,705 gross tons on 
June 30, 1931, an increase of 18 vessels of 10,548 gross tons. 

Motor tankers, however, made the largest gain in tonnage 
with 163 vessels of 342,690 gross tons on March 31, as com- 
pared to 152 vessels of 322,252 gross tons on June 30, 1931, 
an increase of 11 vessels and 20,438 gross tons. 

Steam tankers show little change for the period, the 
number of vessels remaining exactly the same, with an in- 
crease in tonnage, however, of 9,290 gross tons, making a total 
on March 31 of 334 vessels of 2,166,089 gross tons. 

The only decrease in tanker tonnage is noted in the sail- 
ing class. This type of vessel decreased by 1 vessel of 1,754 
gross tons, leaving a total of 38 vessels of 69,539 gross tons on 
March 31. 

Most of the tankships are used in transporting petroleum 
and the refined products of petroleum, although a few are used 
to transport molasses and other liquids which can conveniently 
be handled in this manner. 





OCEAN PASSENGER RATES 
In a complaint filed with the Shipping Board, docketed as 
No. 82, Storey-Patterson, Inc., Cleveland, O., vs. Dollar Steamship 
Line, it is alleged that complainant, operating a travel agency, 
was charged higher fares for trips to European points than 
applied to other passengers. Reparation of $1,966.50, with 6 per 
cent interest from June 17, 1930, is asked. 





OCEAN MAIL CONTRACTS 


The Senate has passed the treasury-post office appropriation 
bill minus the House amendment providing that none of the 
money appropriated should be paid on the ocean mail contract 
awarded to the Seatrain Company and that no part of the money 
should be used for ocean mail contracts to any person, firm, 
corporation or association which directly or indirectly operated 
as owner, agent, or charterer, any foreign flagships in competi- 
tion with any American flagships. Rejection of the House 
amendment was proposed by the Senate appropriations com- 
mittee. The measure was sent to conference between the Senate 
and House. 


COLUMBIA RIVER PORTS 


The Board of Engineers for Rivers and Harbors of the 
War Department has announced the publication of a new issue 
in the port series, describing the ports of Astoria, Oreg., and 
Longview and Vancouver, Wash. The volume, consisting of 


160 pages with tabular data, maps, photographs and charts is, 
like other reports of the port series, a joint production of the 
Board of Engineers for Rivers and Harbors and the Bureau of 
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Operations of the United States Shipping Board. A summary 
issued by the War Department says: 


Piers and wharves of great capacity and of modern design have 
been constructed at Astoria for handling the trade in general cargo, 
grain, flour, lumber, coal and other bulk freight. The Port of Astoria 
Terminal consists of three piers, and is the first important terminal 
to be reached by inbound vessels. Pier No. 1 of this terminal is 
supplemented by a modern grain elevator of 1,250,000 bushels ca- 
pacity, a flour mill, and a large storage shed for sacked grain. Pier 
2 is designed for assembling and handling lumber cargoes, and is 
equipped with steam locomotive cranes. Pier 3 is important in the 
handling of general cargo in foreign traffic. The 35 waterfront facil- 
ities at this port are adequate to meet the requirements of tonnage. 

The commerce of Astoria during the 9-year period 1922 to 1930 
is shown in the report in detail, the annual average movement dur- 
ing the period aggregating 519,913 tons. The foreign trade amounted 
to about 21 per cent and the domestic trade to about 79 per cent 
of the total. In the foreign business pulpwood comprised about 54 
per cent of the imports, while flour and feed made up approximately 
40 per cent of the exports. The principal commodity in receipts 
from domestic sources was petroleum which, together with its prod- 
ucts, amounted to 72.4 per cent of the total. Laths, lumber and 
shingles accounted for 38.1 per cent and flour and grain 27.8 per 
cent of the total coastwise shipments, while almost 42 per cent of 
the internal traffic was in logs and piling. 

The port of Longview was developed to meet the need for an 
outlet for commerce between Astoria and Portland. Here are located 
two of the world’s largest lumber mills, with wharves equipped to 
handle between three and four million feet of lumber per day. The 
only other wharf of any consequence is owned by the Port of Long- 
view and is used for handling general cargo. In addition to its 
three transit sheds and canning factory, this terminal has an elec- 
trically operated grain elevator of 375,000 bushels capacity. 

Tabular data show that the commerce of Longview averaged 
453,469 tons per annum during the five-year period 1926 to 1930, 
inclusive. Of this business, the foreign commerce amounted to 26 
per cent and the domestic 74 per cent. Lumber and products con- 
stituted almost 92 per cent of the total exports and a little over 
91 per cent of the total coastwise shipments, while chemicals made 
up 54.4 per cent of the imports and petroleum products 82.4 per 
cent of the coastwise receipts. 

Vancouver is the seaport farthest inland on the Columbia River. 
The port facilities consist of five wharves, one of which is owned 
and operated as a public terminal for the receipt and shipment of 
general cargo. The commerce of the port, consisting for the most 
arty — and lumber, averaged 314,843 tons during the period 
1 7 x 


PUBLICATION OF INTERCOASTAL TARIFF 

It was incorrectly stated in the Traffic World of May 28 that 
the Pacific Northwest Industrial Traffic Conference had gone 
on record at its meeting in Chehalis, Washington, May 14 as 
favoring the publication of an open intercoastal tariff. Previ- 
ously, constituent organizations of the conference had indi- 
vidually taken such action, but the conference did not directly 
do so at this session. It did discuss the intercoastal situation 
and F. W. Richwold, president of the Portland Industrial Traffic 
Club, opened the discussion by calling attention to the delay 
in getting out the new intercoastal tariff. He also commented 
on the practice of some lines making lower rates on finished 
articles than on the basic material used in the manufacture of 
such articles. 


ABOLITION OF SHIPPING BOARD 
Representative Shallenberger, of Nebraska, has introduced 
H. R. 12789, a bill, providing, among other things, for abolition 
of the Shipping Board and transfer of its activities and em- 
ployes, except members of the board, to the Department of 
Commerce. 


BOARD BIDS IN VESSEL 
The Fleet Corporation, agency of the Shipping Board, has 
bid in for $10,000 the Dimon Line freighter Pacific Fir, one of 
seven vessels of the line on which the corporation holds a 
mortgage for $610,000. The line is in receivership and the 
court ordered the vessel sold. 


CLAIMS AGAINST SHIPPING BOARD 


The Senate has passed H. R. 7238, a bill to amend section 
5 of the suits in admiralty act, approved March 9, 1920, to re- 
vive cargo and personal injury claims against the Fleet Cor- 
poration because it was held that suits on them had been 
brought in the wrong court under the wrong act. 


FRUIT TRADE WITH MEXICO 


Organization of the Tropical Fruit and Steamship Corpora- 
tion, to operate in the fruit trade with Mexico, has been effected 
in Gulfport, Miss., with J. R. Dent, president of the Gulfport 
Dock Commission, as its head. Paul Kennedy is secretary. 
Weekly service to Mexico from Gulfport begins July 1, a con- 
tract having been signed with Mexican producers for 200 tons 
of fruit monthly. The company holds a Delaware charter. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved the following allot- 
ment of funds for rivers and harbors: Upper Mississippi River, 
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for operating snag and dredge boats, $25,000; New York Harbor, 
for construction of three motor patrol boats, $17,630; Quillayute 
River, Wash., for repairs to jetty, $35,000; Muskingum River, 0. 
care of locks and dams, $10,000; Huntington district, W. Va, 
Ohio River locks and dams, $100,000; Allegheny River, Pa., locks 
and dams, $14,000, and Kanawha River, W. Va., $30,000. 


WATERWAY WASTE 


(By Thomas F. Woodlock, in The Wall Street Journal) 


The Inland Waterways Corp. reports with pride that for 
the first five months of the current year it has handled between 
St. Louis and New Orleans 146,080 more tons of freight than 
in the corresponding five months of 1931, an increase of 38 per 
cent. In January the increase was 72 per cent, in February 6? 
per cent, in March 36 per cent, in April 19 per cent and in May 
11 per cent. For the four: months ended April 30 the increase 
in tonnage was 46 per cent. In the same four months Class | 
railroads showed a decline in gross earnings of 24 per cent, a 
decrease in operating expenses of 23.9 per cent, a decline in 
taxes of 8.1 per cent and a decline in net railway operating 
income of 40.9 per cent. The comment accompanying the In. 
land Waterways results (presumably supplied by the Corpora. 
tion) is as follows: 

“The increased volume of freight booked by waterway com- 
panies, when other forms of transportation are reporting de. 
creases, appears to indicate that more shippers are analyzing 
facilities made available by interchange of freight between rail, 
water and motor carriers through joint routes and rates, and 
are favoring this slower but cheaper form of conveyance over 
transportation which is more rapid but carries higher rates.” 

Senator Dickinson in his “Keynote” speech to the Conven- 
tion said: ‘Republican administrations have sought further to 
reduce transportation charges as an aid to farms. Under their 
policies facilities have been provided for bulk shipments of 
farm products at materially reduced rates over the Mississippi, 
the Ohio, the Missouri and other of our great waterways.” 

It is difficult to contemplate the above facts and remarks 
and preserve one’s equanimity. Not to cumber the subject with 
statistics certain facts are clear. The first is that in its policy 
with respect to inland artificial waterways our government has 
deliberately undertaken to use the public’s money in hundreds 
of millions to provide a method of transportation which has 
been demonstrated to be uneconomical, when charged with the 
true costs of construction, maintenance and operation. No one 
will have the hardihood to deny this elemental fact, for the 
mathematics are conclusive. The second fact is that our gov- 
ernment has issued what are virtually letters of marque (cer- 
tificates of “convenience and necessity”) to tugs and barges to 
ply upon these waters and make what rates they please, high 
or low, discriminatory or otherwise, secret or public, in com- 
petition with railroads under the strictest kind of regulation, 
and in addition has forced railroads to accord joint rates and 
through routes to these privateers. The third fact—most out- 
rageous of all—is that our government has taken some $24, 
000,000 of the people’s money, put it into tugs and barges, and 
itself is conducting the same kind of practical piracy on these 
waters without having earned up to the present time from its 
operations a single honest dollar of return on this investment. 

What are we to think of the ethics of this performance? 
Can it by any stretch of imagination be called even half-way 
honest? Yet the official spokesman of a great party seemingly 
views it as an achievement to which he “points with pride!” 
Besides this “achievement” the action of New York state with 
respect to its Barge Canal seems almost chivalrous. True the 
state has spent some $175,000,000 of its taxpayers’ money in 
the canal in the last thirty years and has debt outstanding on 
it of over $151,000,000, calling for some $6,237,000 per annum 
for interest and amortization, in addition to some $4,000,000 
for operation and maintenance, less revenue from leases, etc., 
of $760,000—in all an annual net cost of about $9,500,000, which 
is a direct subsidy of over $2.50 per ton on traffic carried. But 
the state has not itself taken the public money for tugs and 
barges and is not itself competing with its citizens who are 
interested in rail transportation, nor has a representative of 
the state stumped the state propagandizing against the rail- 
roads and striving to excite hostility on the part of its citizens 
toward these carriers. Nor has it forced the rail carriers of 
the state to accord joint rates and through routes to the barges 
using the canal. Yes, chivalrous—by contrast—is the word. 


Yet another feature of the government’s experiment in 
piracy on these waterways is the manner in which it has per 
suaded river cities to embark their money in “terminals” for 
the handling of barge line freight interchange and delivery. Is 
there a single instance in which the business handled at these 
terminals at the rates accorded to them by the government 
corporation has produced a fair return on the money invested 
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in the terminal? If so, where is it? An interesting exhibit 
would be the figures in the case of each of these terminals; 
perhaps someone will take the trouble to compile them. If he 
does, this writer will be glad to print them. 

What is done cannot be undone; we must presumably ac- 
cept as a fact the permanent retention and use of already 
existing artificial waterways, use, that is, by such private citi- 
zens as can, with the aid of this subsidy, make money by 
transporting freight in barges. But such use should be con- 
trolled to the extent that port-to-port rates should be regulated 
and public—if for no other reason than that they are so lib- 
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erally subsidized. Further expenditures of the public’s money 
in the extension of this system by waterways should be stopped; 
there is not a shred of valid reason for their continuance. But 
whether or not these things are done the government should 
at the earliest moment terminate the operations of the Inland 
Waterways Corp. The civilized world will be searched in vain 
for a more unjust instance of competition by a. government 
with its citizens than that represented by the operations of this 
corporation, especially in the past two years. It is nothing 
short of a scandalous misuse of government power and public 
monies. 





Motor Vehicle Transportation 





TRUCKING OF LIVESTOCK 


“A recent survey of the fifteen .principal terminal markets 
of the vast livestock producing agricultural area in the middle 
west shows that 300,000 carloads of livestock in 1931, or 31.39 
per cent of the total livestock received, were ‘truck-ins’—de- 
livered to market by motor truck,’ says the St. Louis-San 
Francisco. 

“In 1921 the receipts of livestock at these principal ter- 
minal markets, plus Portland, Oregon, totaled 58,071,472 head, 
of which 3,397,675, or 5.21 per cent, were ‘truck-ins.’ 

“In 1931 the receipts at the same markets were 63,023,713 
head, of which 19,784,423 head, or 31.39 per cent, were 
‘truck-ins.’ 

“This is an increase over the ten-year period of 26.18 per 
cent in the trucking of livestock throughout the great agri- 
cultural area of the west. This rapid increase in trucked live- 
stock presents a problem of more than passing interest to offi- 
cials of the railway systems serving this area and the markets 
concerned, since livestock ‘truck-ins’ to terminal markets pay 
no revenue to the railroads, and the back-haul, which is an 
inevitable corollary of livestock trucking, tends further to 
reduce rail revenues. 

“It cannot be said that railroad officials have been inat- 
tentive to the ‘turck-in’ problem. On the contrary, they have 
been awake to its importance and have tried a number of plans 
to meet the situation. Among these may be mentioned: (1) 
Permitting lower minimum weights per carload; (2) permission 
to load a car at more than one point without extra charge; (3) 
running of route cars from certain points on certain days to 
pick up whatever livestock or crated poultry might be offered 
for transportation to market at the regular carlot rate; (4) run- 
ning gasoline-powered cars on their lines to handle livestock 
at points where no regular service is available or where it is 
too expensive to stop a through train for a pick-up; (5) a com- 
bination truck-rail rate to cover transportation of livestock from 
the farm to the railroad station by truck and thence by rail to 
market. 

“In spite of this it is evident that none of these plans has 
met the situation effectively and the ‘truck-ins’ keep increasing. 

“In the June 18 issue of the Oklahoma Livestock News the 
editor presents a growing phase of truck shipments of livestock 
which may do more to help return this traffic to the rails than 
all the five plans above combined. This may be brought about 
because it presents a problem to the farmers which has for its 
apparent solution the one alternative of shipping by rail to 
preserve the soundness of his animals and to prevent a reduc- 
tion of prices at the market. The editorial, headed “Bruised 
Animals Discounted,” follows: 

_ A packing company down east sends word that since trucking 
livestock to market has become so general ‘‘we have noticed and killed 
more bruised cattle than any time in our history.” 

Considering the presence of so many bruised animals the com- 
pany has instructed its buyers to exact a reduction of % to 1 per 
cent per pound in such cases to make up for the spoilage. 

This information we pass on to truckers and to producers who 
turn animals over to them for transport to market. It doesn’t seem 
probable that animals are burised in loading on the farm, so in most 
cases they must be bruised in transit. But how is the owner of the 
animals to know that bruises were sustained en route and that be- 
cause of the bruises there was a price discount? 

In its letter the packing company, which naturally prefers to 
buy sound animals, goes a little deeper to remark that “the farmers 
pay the truck companies, the farmers and the railroads pay the taxes 
on the highways the trucks use and then the farmers take less money 
because of bruised animals.” 

Manifestly this is a problem for the farmer to solve. 


MAIL BY MOTOR VEHICLE 


The Senate committee on post offices and post roads has 
favorably reported to the Senate H. R. 9636, a bill to authorize 
the Postmaster General to permit railroad and _ electric-car 
companies to provide mail transportation by motor vehicles in 
lieu of service by train, the compensation for such service to 
be at a rate not in excess of the rate that would be allowed for 
Similar service by railroad or electric car, payment therefor 


to be made from the appropriate appropriation for railroad 
transportation and mail messenger service or electric and 
cable car service. The committee said that on account of 
unprofitable train operation certain railroad companies were 
withdrawing local train service and substituting therefor motor 
busses over the highways. In a letter relating to the bill, 
Second Assistant Postmaster General Glover said: 


It may be stated that at the present time railroad and electric-car 
companies are providing satisfactory service by bus or truck over the 
h'ghways in lieu of service by train at many points throughout the 
country, and that the total compensation for this service at regular 
railroad rates is approximately $250,000 per annum. We have had a 
recent survey made by our field officers and it is indicated that if the 
present manner of handling were discontinued and service placed 
under star-route contracts, the additional cost would be approxi- 
mately $125,000 per annum, 

The matter was submitted to the Comptroller General for a ruling 
as to whether there is any legal object‘on to authorizing payment on 
regularly authorized railroad routes to railroad companies of record 
for service performed by motor vehicle over the highways in lieu 
of service by train. He advised that his office will not for the present 
question otherwise proper payments to railroad companies for this 
class of transportation, but if the practice is to continue beyond 
the fiscal year ending June 30, 1932, there should be specific statutory 
authority therefor by change in the wording of the appropriations 
or otherwise. 

It is believed the proposed legislation is in the public interest and 
it is desired, if possible, to have this bill introduced in order that the 
department may be in position to make a report on its merits in the 
usual manner. 


RAIL-TRUCK SERVICE 


The operator of a large freight truck line in South Australia, 
following a period of bitter competition with the railroads, 
worked out a cooperative plan which is proving beneficial to 
both carrier systems, according to a report received in the Com- 
merce Department from Trade Commissioner James E. Peebles, 
Melbourne. 

Under the plan now in operation, the truck line owner picks 
up freight from the shipper and turns it over to the railroad 
at its regular terminals. Trucks also receive the freight at the 
city of its destination and make delivery to the consignee. 

Under this plan, the truck owner issues his own freight 
manifest, collects the charges, and checks all the goods han- 
dled. The plan is resulting in greater revenue for the rail- 
road than it received before and also makes it unnecessary for 
it to do much of the detail work normally associated with the 
transportation of freight. 

According to the report, the service has appealed to the 
primary producers in the districts zoned by the service and 
more freight is being consigned to the combination carrier than 
previously was carried. 


PROPOSED CONTAINER RATE BASIS 


With a view to meeting the competition of trucks and being 
on as favorable a foundation as other railroads performing 
similar service, the New York Central has proposed a new 
structure of rates for freight in steel containers and loaded on 
container cars. The basis of the proposed rates is in con- 
flict with limitations the Commission prescribed in No. 21723, 
in the matter of container service, 173 I. C. C. 377. The car- 
rier, therefore, has filed a petition with the Commission setting 
forth the rates it desires to establish on that part of its sys- 
tem, Buffalo and east, asking that the report in that container 
case be modified so as to permit the making of the rates it 
has figured it will need to put itself in a position to compete 
and regain some of the business it has lost. 

“The experience of the New York Central under the rates 
established in July and August, 1931, has been most unfortu- 
nate,” says the petition, and has demonstrated conclusively 
that the rates and the limitations in connection therewith pre- 
scribed by the Commission are such that we cannot compete 
successfully with motor trucks between many points.” 

The unfortunate experience mentioned, the New York Cen- 
tral undertakes to show in tables showing marked declines in 
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the number of containers used, the decreasing tonnage and the 
adverse revenue effect. For instance, the number of containers 
used by the end of 1931 had fallen off 56.9 per cent by the end 
of 1931, the tonnage decreased 66.4 per cent and the revenue 
21.7 per cent. 

A comparison for the first four months of 1932 with the 
same months in 1930 shows a decline in the number of con- 
tainers used of 78 per cent, a decline of tonnage of 81.2 per 
cent and of revenue 54.1 per cent. The petition says that while 
the revenue did not decrease to the same extent as the tonnage, 
the explanation of that was that in the months September, 
1931, to April, 1932, inclusive, the New York Central handled 
considerable long haul traffic between points where merchan- 
dise container rates were not in effect prior to July 20, 1931; 
also that the traffic which was handled in the containers in 
that period, paid higher rates. 

Another set of tables shows a heavy falling off in con- 
tainer traffic within New York state, where, according to the 
petition, trucking was very highly developed. In them the 
percentage of decrease in the number of containers shipped 
was shown as 89 and the decrease in revenue as 84.9 per cent. 

The New York Central claimed that the Commission’s own 
reports showed a great change in conditions since the con- 
tainer case decision was made. It also said that other carriers, 
not using containers, were now free to establish rates on all 
commodities loaded in box cars, in truck bodies, in compart- 
ment cars and in ferry-trucks. 

“This carrier,” says the petition, “is deprived of similar 
freedom merely by the circumstance that it uses containers of 
a specific type and dimensions which have been described by 
the Commission in its order and upon which limitations have 
been imposed which, as experience has shown, are practically 
destructive of its use. The practical situation is that any car- 
rier which uses a vehicle of transportation which it describes 
as not being a container is able to employ rates which are 
denied the container. This carrier desires to use containers, 
and, therefore requests the Commission to modify its order to 
the extent necessary to enable it to establish for interstate 
application the rates proposed.” 

The petition asks the Commission to eliminate from its 
order in the container case the condition that container rates 
must not be lower on any article in the container than the 
carload rate; that it must not be lower than the any-quantity 
rate on any article in the container; and that the whole con- 
tainer contents take the rate of the highest rated article 
therein, the latter requiring billing and bookkeeping which are 
not necessary on like service on other railroads not using 
containers. 


The rates now proposed, said the petition, were prepared, 
with the third class, prescribed as the minimum in the con- 
tainer case, in mind. It said that the short haul rates pro- 
posed, obviously, were considerably lower than third class To 
avoid departures from the aggregate of intermediates clause 
of the fourth section, the long haul rates, the petition said, had 
been put on a basis to clear the lowest possible combination, 
with the result that the long haul rates were lower than third 
class by varying amounts. But the petition said that exhaustive 
investigation and long experience led to the belief that the 
proposed rates would be on a fair competitive basis with truck 
rates and service, and at the same time yield some profit. 


The charge for a container subject to a minimum weight 
of 6,500 pounds instead of the 4,000 pounds the Commission 
prescribed, based on the net weight of the contents, is to be 
computed on the basis of cents a hundred pounds, subject to 
the emergency charges shown in Curlett’s I. C. C. No. A-367. A 
few of the proposed rates are: Between New York and Buffalo, 
38 cents; from Buffalo to Boston, 46 cents, and from Syracuse, 
N. Y., to Springfield, Mass., 31 cents. 


NEW AUTOBUS TRAIN 


The development of a new and practical autobus train by 
a Swiss truck manufacturer seems to indicate that an impor- 
tant traffic vehicle has been found, according to Commercial 
Attache C. E. Lyon in a report to the Commerce Department 
from Berne. 

The Swiss autobus train is made up of an autobus and one 
four-ton trailer. The bus has a six cylinder, 100 horsepower 
motor, the conventional bus body with seating capacity for 
28 and standing room for 16 persons, and an atmospheric brake. 
The four-ton trailer is built with a low center of gravity. The 
4-wheel brakes of the trailer are of the same type as those on 
the bus and have the same pressure so that they apply evenly. 

The total length of the bus-train is fifty-nine feet and the 
maximum speed developed approximately 26 miles an hour. 
Tests have shown that the train can get through all the difficult 
passages where the bus alone could get through. It is surpris- 
ing, Commercial Attache Lyon declares, how easily the train 


The Traffic World 





Vol. L, No. 1 








can take difficult turns in narrow roads and sharp corners, 
Brake tests have shown that the distance required to bring 
the train to a stop is no longer than that required for the 
bus alone. Riding in the trailer, it is reported, is more agree. 
able than riding in the bus itself, the absence of the motor 
making it less noisy and allowing for more shock-absorbing 
construction. 


LA. MOTOR VEHICLE REGULATION 

Further regulatory legislation applying to motor vehicles 
operated as public carriers, more particularly trucks, has been 
effected by the Louisiana legislature in the passing by the senate 
of H. B. 95, which had previoulsy passed the house. The new 
regulations establish 7,000 pounds as the net maximum load limit 
of trucks; 10,000 pounds as net limit on trucks and trailers; 
maximum length of load limited to 45% feet; height of load 
limit 12% feet; exemptions, trucks moving commodities to a 
mill, factory, gin, or refinery for the inception of the manufac- 
turing where the distance does not exceed 30 miles may carry 
14,000 pounds load with a length not to exceed 55 feet. Effec. 
tive date January 1, 1934, 

The measure makes regulatory rules and taxes applicable 
to trucks used as common carriers apply with equal force to 
“contract” carriers, ending evasion of the license law of 1926 
by which such carriers escaped taxation and regulation. 

A new schedule of license taxes provides for increases on 
trucks and busses, and the measure additionally levies a “high- 
way tax” or road use tax on motor vehicles operated for a 
profit. 


GASOLINE LAW IN INDIANA 


Trucks and busses in Indiana will be prohibited from com- 
ing into the state with more than 20 gallons of gasoline, accord- 
ing to an order of Grover Garrott, chief of the state police 
department, backed by an opinion of the attorney general. 
There is a provision in the state’s gasoilne tax law which 
prohibits automobiles coming into the state with more than 
20 gallons of gasoline, but it never has been enforced. The 
chief declared that thousands of gallons of gas were being 
taken through the state in special spare tanks to evade gaso- 
line tax. 

The department will begin checking busses and trucks 
plying the highways to find if they carry spare gasoline not 
taxed in Indiana. They will obtain the license numbers, names 
of drivers and names of owners where violations occur. In 
cases where the owners are reputable firms, the department 
will arrange for settlements, but, where the owners are not so 
reliable, the trucks and busses will be held up until the tax 
on the excessive gasoline is paid. 


GRADE CROSSING ACCIDENTS 


Reports received by the safety section of the American 
Railway Association show a reduction for the first three months 
of 1932, compared with the corresponding period in the pre- 
ceding year, in the number of fatalities resulting from accidents 
at highway grade crossings. There were also reductions not 
only in the number of accidents but also in the number of per- 
sons injured in such accidents. 

Accidents at highway grade crossings totaled 988 for the 
first three months’ period, a reduction of 153 compared with 
the same period in 1931. Fatalities resulting from such acci- 
dents totaled 377 in the first three months of 1932, a reduc 
tion of 100 compared with the same period in 1931, while per- 
sons injured so far in 1932 totaled 1,116, a reduction of 186 
compared with the year before. 

For the month of March alone, there were 307 accidents 
at highway grade crossings, a reduction of 84 under March, 
1931, while 104 fatalities were reported as caused by those 
accidents, a decrease of 57 compared with the number for March, 
1931. Persons injured in highway grade crossing accidents in 
March, 1932, totaled 366 compared with 463 in the same month 
the preceding year. 


RAIL LABOR AND CONGRESS 


Senator LaFollette, of Wisconsin, has presented to the 
Senate a resolution adopted by the Railway Labor Executives’ 
Association in which the association took the position that the 
public welfare demanded that Congress remain in session and 
adopted a statement of reasons therefor. In the statement the 
rail labor executives asserted that adequate measures to relieve 
destitution, to increase employment and to safeguard the fu- 
ture had not been enacted and could not be developed to meet 
the grave emergencies of the next few months unless Congress 
stayed on the job. The statement in effect was an appeal for 
favorable action by Congress on adequate relief legislation be 
fore it voted to adjourn. 
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Personal Notes 


Charles F. Staples, director of the Commission’s Bureau of 
Valuation, died at his home in Washington June 23. He was 
nearly 76 years old. He had been in declining health for sev- 
eral years. He was identified with valuation work of the Com- 
mission practically from its beginning, having been appointed 
July 1, 1914. In 1922 he became acting director of the bureau 
and in 1926 was appointed director. 

E. L. Mountfort, freight traffic manager, G. M. and N., Mo- 
bile; Ala died suddenly June 55 on a train en route from Den- 
ver to Chicago. 

N. B. Wright, traffic manager, Central of Georgia, died at 
his home in Savannah, Ga., June 22. 

J. A. Appleton, general superintendent of the Lake division, 
Pennsylvania Railroad, with headquarters at Cleveland, is ap- 
pointed acting superintendent of the Cleveiand division July 1 
in addition to his present duties. J. C. Poffenberger, the in- 
cumbent, will be transferred to Wilmington, Delaware, where 
he will succeed R. P. Russell as superintendent of the Mary- 
land division. Mr. Russell will become superintendent of car 
service in Philadelphia, which position was recently made 
vacant by the death of E. T. Kennan. 

Consolidation of traffic direction on the Missouri Pacific 
Lines becomes effective with the election of C. E. Perkins, vice- 
president of the Missouri Pacific, in charge of traffic, with 
headquarters at St. Louis, to a similar office on the Gulf Coast 
Lines and the International-Great Northern, subsidiaries of the 
Missouri Pacific. His headquarters will continue at St. Louis. 

J. A. Parker, commercial agent for the Chicago Burlington 
and Quincy at Minneapolis, July 1 retired from active service 
after forty-six years with this company. He is a charter mem- 
ber of the Traffic Club of Minneapolis and next Thursday, at the 
Nicollet Hotel, the club is sponsoring a farewell luncheon for 
him, to which all members of the club are cordially invited. 

B. O. Johnson, who, until last winter, when he retired be- 
cause of ill health, was assistant to the vice-president in charge 
of operation on the Northern Pacific, died June 27, at the 
Northern Pacific hospital in St. Paul after an illness of several 
months. He was 54 years old. 


L. H. Geller, general freight agent, Erie Railroad, Chicago, 
die un 


A. E. Martin, after fifty-two years of service with the C. 
B. & Q., the last thrty-one years as city passenger agent at 
St. Joseph, Missouri, retires at his own request, effective July Z. 
J. J. McGrath is appointed city ticket agent at St. Joseph. 


J. L. Wilser, city agent for the Chicago and North Western 
Railway in Chicago, has been appointed general perishable agent. 
He is one of three men who started new duties as general 
perishable agents July 1, the others being J. R. Clyde, who will 
cover the Pacific coast territory with headquarters in Portland, 
San Francisco, and Los Angeles, and J. W. McNulty, who will 
be at New York. The position of general perishable agent is a 
newly created one. Mr. Clyde has been traveling agent at 
Kansas City and Mr. McNulty has been a traveling agent out 
of New York. 

W. MeN. Knapp, freight traffic manager of the Central of 
Georgia, has been appointed traffic manager, vice N. B. Wright, 
who died. The position of freight traffic manager is abolished. 

Among those retired June 30 from active duty on the Penn- 
sylvania, under the pension regulations, are four employes of 
the accounting department who have each served the railroad 
over a half a century. They are George H. Schock and William 
S. Harper, of Philadelphia, Frank G. Livingston, of Narberth, 
and George B. Zane, Jr., of Glenolden. Their combined service 
is 205 years and 11 months. Mr. Schock was in the office of 
the auditor of passenger traffic and Mr. Harper was also con- 
nected with the office of auditor of passenger traffic. Mr. Living- 
ston was a special clerk in the office of the auditor of freight 
traffic. Mr. Zane was also in the office of auditor of freight 
traffic. 


Doings of the Traffic Clubs 


The Transportation Club of Decatur, Ill, will have its an- 
nual mid-summer outing at the South Side Country Club July 
13 and 14. On the first day there will be a luncheon and brige 
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for the ladies in addition to the golf. On the second day there 
will be golf, picnic events, cards, a ladies’ breakfast at Rock 
Garden Inn, followed by a motor boat tour of Lake Decatur, 
and a dinner dance in the evening at the country club. 


The Omaha Traffic Club will have its annual picnic and 
outing July 21. Its next golf tournament will be held July 28 
at the Lakewood Club. 

The Traffic Club of Minneapolis on June 28 entertained 
several hundred orphans and poor children at Excelsior Amuse. 
ment Park. The park amusements were free and the Minne. 
apolis and St. Louis Railroad furnished a special train to the 
park and return. A free luncheon was served. 


The Traffic Club of Kansas City will have its annual picnic 
at Swope Park July 21. It will be an old fashioned basket pic. 
nic and the “ladies’ prize drawing” will again be a feature. 


The Junior Traffic Club of Chicago, following an invitation 
extended by John W. Gorby, of the Chicago Century of Progress 
organization, on the occasion of a recent address to the club, 
will visit the Century of Progress July 7, in place of holding its 
regular July meeting. Dinner will be served in the adminis. 
tration Building. The August meeting will also be dispensed 
with. The club will have a golf outing July 14 at Big Run 
Golf Club and another August 25 at Olympic Golf Club. 

The Birmingham Women’s Traffic Club met at the South- 
ern Club the evening of June 23. Routine business was trans- 
acted and new members were greeted. Plans were made for 
a swimming party in July. 

The Traffic Club of Cleveland held its annual outing and 
election at the Lake Forest Country Club, Hudson, O., June 27. 
Golf and other sports were enjoyed by approximately 400 mem- 
bers and guests. The following officers were elected: President, 
William H. Johns, T. M., National Carbon Co., Inc.; first vice- 
president, C. W. Dickinson, G. A., Illinois Central Railroad; 
second vice-president, R. E. Hertel, T. M., The Arco Company; 
secretary, J. F. Potts, T. M., Kelly Island Lime & Transport 
Co.; treasurer, Charles R. Martin, T. F. A., Erie Railroad Co.; 
board of governors: E. E. Harrington, T. M., National Refining 
Co.; S. D. Busch, T. M., Industrial Rayon Corp.; J. W. Savage, 
G. T. M., The Glidden Company; A. E. Bartlett, D. F. A., Nickel 
Plate Road; James M. Skaehill, D. F. A., Erie Railroad Co. 


The Transportation Club of San Diego, Calif., held its annual 
meeting at the Cabrillo Cafe May 24 with a dinner followed by 
entertainment. Officers elected are as follows: President, J. J. 
Reynolds, Asst. Mgr., Lyon Van & Storage Co.; vice-president, 
C. F. Reynolds, T. M., Chamber of Commerce; secretary, A. F. 
Chessman, Commerce Attorney; treasurer, P. A. W. Boyle, T. M., 
Holzwasser’s, Inc. 


The Eighth Annual Outing of the Tri-City Traffic Club is 
to be held at the Davenport Country Club, Davenport, Iowa, 
July 28, all day. Golf, horseshoes, swimming and horseback 
riding will be on the program, and there will also be cards on 
the club house porch. Luncheon from 11 a. m. to 2 p. m. and 
dinner from 5 to 8 p. m. will be served in the club house. 





BOARD OF MEDIATION 


A total of $15,135 was appropriated for the Board of Medi- 
ation in the independent offices appropriation bill approved by 
Congress, for the fiscal year that began July 1. This compares 
with $188,185 for the fiscal year that ended June 30. The Sen- 
ate had cut the appropriation $30,000 but protest by Commis- 
sioner Morrow, of the board, that that would destroy the board, 
resulted in restoration of the total of $151,135. 


TRAFFIC COLLEGE I. C. C. HEARING 


A hearing as before the Interstate Commerce Commission 
will be conducted by the graduating class of the College of 
Advanced Traffic Thursday evening, July 7, at 6:45 P. M. at the 
college. The public is invited. This hearing is expected to 
be of special interest to traffic men, particularly junior traffic 
employes. 





SOUTHERN TRAFFIC LEAGUE 


The annual membership meeting of the Southern Traffic” 


League will be held at Atlanta, Georgia, Hotel Ansley, Septem: 
ber 21. 


TRAFFIC MANAGER, now employed large industrial corporation, 
desires change; wide experience; Commission practitioner. Address, 
W. B. R. 362, care Traffic World, Chicago, Ill. 
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When You Can’t 
Wait for the Credit Report 


: == 


Lote 











Ship C. O. D., via 
RAILWAY EXPRESS 


New customer. Potentially a large 
account. He wants his order shipped 
immediately, and there isn’t time to 
wait for the complete report on his finan- 
cial standing. There is one sure way to 
protect the interests of both firms—ship 
C. O. D. by Railway Express. 

When you make a C. O. D. shipment 
you are supplied with a C. O. D. pouch 
and envelope to be attached to your ship- 
ment. Collection is made at the destina- 
tion and your payment is returned to 
you by the first mail. If you wish, you 
may release, increase or reduce the 
amount to be collected before your ship- 
ment is delivered. 

This C. O. D. service is just one more 
example of the way in which 1932 busi- 
ness can be speeded up by the use of 
Railway Express service. 


RAILWAY EXPRESS AGENCY, Inc. 
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Questions and Answers 


N this column will be answered questions of both legal and practica} 
nature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl. 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge, 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Sale of Goods for Express Charges, Including Storage 


California.—Question: Will you kindly advise whether the 
shipper is liable for revenue and storage charges on an express 
shipment, where said shipment has been unclaimed or refused 
by the consignee and abandoned by the shipper? 

Answer: With respect to this question see our answer to 
“Colorado” on page 1308 of the June 18, 1932, Traffic World, 
under the caption, “Sale of Goods for Freight Charges—Storage 
at Destination.” 

Unlike the Uniform Bill of Lading, covering movements 
by freight, the Uniform Express Receipt does not contain pro- 
visions relating to the sale of goods for charges nor are there 
provisions in the Express Classification. 

In many jurisdictions statutes have been enacted which 
provide for the enforcement of a lien by the sale of the goods 
after a specified time if the freight remains unpaid, especially 
in the case of perishable goods. Prior to the inclusion of the 
provisions in Section 4 of the Uniform Bill of Lading Contract 
Terms and Conditions relating to the sale of goods for freight 
charges, these statutes governed the carrier in the sale of 
goods for freight charges. Whether these statutes also apply 
to the sale of goods moving in express service is dependent 
upon the terms thereof and the construction which has been 
placed thereon by the courts of the several states and the 
federal courts. 

We do not locate decisions of the courts in which this ques- 
tion has been considered. In the absence of federal statutory 
provisions, or provisions similar to those included in Section 
4 of the Uniform Bill of Lading Contract Terms and Conditions, 
it seems apparent that the statutes of the several states are 
the only source of a right on the part of a carrier to sell goods 
for charges, it having been held that a bailment of goods to a 
carrier confers no power of sale; that the contract relates to 
their transportation; and the carrier has no implied right to 
sell them under ordinary circumstances. Alabama Great South- 
ern vs. McKenzie, 77 S. E., 647. 

In case of perishable goods, however, under a number of 
decisions, some of which are based upon special statutory pro- 
visions, it is held that a carrier may sell perishable goods 
where such sale becomes necessary to prevent loss to the ship- 
per or to the owner. E. L. Hassler Co. vs. Griffing Florida 
Orchard, 133 Ill. A 635 and Leech vs. N. Y., etc., R. Co., 83 
N. Y. S. 166. 


Tariff Interpretation—Effect of Cross-Reference to Tariff Which 
Is Reissued—No Change Being Made in Cross-Reference 


Indiana.—Question: Please refer to my question published 
on page 1108 of the May 21st issue of the Traffic World, under 
the subject, “Tariff Interpretation—Effect of Cross Reference,” 
etc. 

We are not certain that we fully understand the meaning 
of the last paragraph of your answer. Do you mean that if the 
rate basis numbers in C. F. A. Tariff 483 are the same as in 
C. F. A. Tariff 221-A, ICC 1460, they will apply, or do you mean 
that the basis number applying on a particular movement can 
be used providing it is the same number in both tariffs? 

On one shipment which moved the rate basis number in 
C. F. A. Tariff 221-A, ICC 1460, was 433, while in C. F. A. 483, 
rate basis 419 applied. 

In Peters-Duncan vs. D. M. & B. R. Co., 144 ICC 55, did 
not the Commission find that the rate made by application of 
rate basis 76 in Penna. Tariff to be legal but unreasonable? 

I would like to point out that although C. F. A. Tariff 221-A, 
ICC 1460, is canceled on interstate traffic it still applies on 
certain intrastate traffic and is still on file with the Interstate 
Commerce Commission. 

I would appreciate having this matter made more clear. 

Answer: The Commission, in Peters-Duncan vs. D. M. & B. 
R. Co., 144 I. C. C. 55, in so far as its application to the facts 
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Lackawanna freight moves fast and on schedules as dependable 
as those of its crack passenger fliers. Two points vital to the 


» For Speed shipper whether his goods are perishable or not. He can 





depend upon Lackawanna service to deliver his shipments at 
ai and the point of demand in the shortest possible time. —_ 
re Above is one of the new powerful speedsters now being in- 
— stalled for even greater speed. Such equipment is characteristic 
of Dependabilit tg e a sag 

ds f p » of the Lackawanna whose tireless attention to its superb road- 
ne bed and rolling stock is common knowledge among the host 
it of satisfied shippers who have used this fine road for many years. 





] LACKAWANNA 


‘||| NEW EQUIPMENT 
‘A FOR PORT HOUSTON 


The acquisition of heavy lift equipment for handling particular types of merchandise, 
| of three electric magnets for scrap metal and the installation of bulk loading terminals 
. for loading direct from tank car to ship gives Houston facilities which will expedite 
the shipment of commodities which require specialized equipment. 


They are Houston’s answer to the demands of shippers and are evidence of her desire 
to meet halfway the problems of manufacturers whose products require unusual 


g 
° handling in their progress from factory to consumer. 

n 

n HAVE YOU Write us and let our research department find the answer for 
, A PROBLEM you. Whether it be new market possibilities, speedier shipments, 
, § OF more economical routing or a problem of handling during ship- 
DISTRIBUTION ment we will be glad to cooperate in helping you get the informa- 


? tion you want. 


3 DIRECTOR of the PORT 


HOUSTON TEXAS 
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NOW! 


—A New 


TARIFF 





—Including Rates 


Between CHICAGO, 
DENVER and 1300 
Other Points served by Chicago 


Motor Express Terminal lines in nineteen Central, Southern 
and Eastern states. Thisreliable, responsible motor freight service 
greatly reduces the time element. Shipments, upon reaching 
distribution centers, are distributed the same day or early the 
following morning. Shipments are insured against all hazards 
in transit and against fire while in terminal stations. We take 
full responsibility for safe delivery. We also handle carload 
— out of Chicago and other points in the territory 
served. 


If you ship within the territory shown in the map above, 
you'll want these new tariffs we have just issued. Write today, 
addressing 


CHICAGO MOTOR 


EXPRESS TERMINAL, Inc. 
53 W. Jackson Boul., CHICAGO 


In addition to real estate and personal 
property taxes, state and city vehicle 
licenses (on each truck and trailer), the 
lines comprising the Chicago Motor 
| MPORT A NT Express Terminal group pay from 3 to 4 
cents per gallon gas tax in various states 
and per-ton-mile taxes from !/10 cent to 
T Y{ cent, plus the Federal gasoline tax of 
1 cent per gallon and oil and tire taxes. 
Fees paid per truck are equivalent to the 
total paid by twenty-five passenger auto- 
mobiles. The trucks of these lines travel 
almost exclusively at night. 





in the instant case is concerned, found that the rate assessed 
by the carriers under their interpretation of the tariffs involved 
was applicable, in that there was a proper cross reference to 
a tariff canceling another tariff to which reference was made 
in a third tariff, even though the canceling tariff carried a 
somewhat different rate basis number for certain stations than 
was carried in the canceled tariff. 

In the instant case, it appears, the rate basis numbers jy 
the canceling tariffs are entirely dissimilar from those in the 
canceled tariff; furthermore, by reason of the cancellation of 
Rule 25, there is no specific cross reference to the canceling 
tariff, unless the use of the term “as amended” in Note 15, 
in the reference to certain tariffs, can be considered a cross 
reference to the canceling tariff. The following reference, for 
instance, appears in Note 15: 


Cc. F. A. T. B. Freight Tariff No. 221-A, I. C. C. No. 1460, ¢, 
R. C. No. 864, Ind. R. R. No. D-256, as amended, issued by B. T, 
Jones, agent. (Applies from points in Illinois, Indiana, Iowa, Ken- 
tucky and Missouri.) 

That the Commission would follow its decision in Peters. 
Duncan vs. D. M. & B. R. Co., 144 I. C. C. 55, in the instant 
cases seems doubtful. 


CLAIM PREVENTION 


Editor The Traffic World: 

After an experiment of seven years I now can say that no 
commercial firm using transportation by rail or water need 
have any loss or damage claims or overcharge claims, provided 
the traffic manager uses the same plan of education that I have 
used. In 1925 my claims were over twenty thousand dollars 
annually with rail and water carriers. I began a campaign of 
writing to all shippers making suggestions for improvement. 
In two years the total claims went down to not over five hun- 
dred dollars average annually. In 1931, February, there was 
one day for two hours our firm had sero claims open. This 
year from June 16 to 25 there were no claims for loss or dam- 
age. Tomorrow I will make my first claim in ten days on a 
water carrier for petty damage to glass. Thus, we have proved 
that proper interchange of facts between shipper and receiver 
will practically eliminate all claims. Now, as the shippers’ 
advisory boards are entering this field of elimination of waste, 
as I suggested years ago, we shall see the minimum reached if 
they will properly approach and carry on friendly exchange of 
prevention knowledge between sections as well as urge uni- 
versal exchange between shippers. In all of the seven years 
I carried on this plan I have had but one shipper who did not 
take suggestions seriously and all others were thankful to be 
advised of the failure of their packing to carry the goods to 
destination uninjured. All have benefited and, of course, where 
a manufacturer improved his packing to deliver shipments 
safely to me he also helped to eliminate loss and damage to all 
other pacific coast receivers of his merchandise by rail or 
water.—Q. E. D. 

Carlisle B. Pirie, 
Traffic Manager, Harper and Reynolds Corpn. 
Los Angeles, Calif., June 25, 1932. 


THE LAW AND RAIL MERGERS 


Not satisfied with the reply made by the Attorney General 
of the United States to his resolution relating to combinations 
of competing and parallel railroads and the anti-trust laws, 
Senator King, of Utah, has offered another resolution (S. Res. 
252) asking the Senate committee on judiciary to inquire con- 
cerning the matters referred to in the original resolution and 


the Attorney General’s letter. (See Traffic World, April 30, D. f 


929.) The committee is asked to advise the Senate whether 
the transactions referred to in the original resolution consti- 
tuted contracts, combinations or conspiracies in restraint of 
trade or commerce among the several states in violation of the 


Sherman act; in what respect, if any, such transactions differ | 


from the operations condemned by the Supreme Court of the 
United States in the Northern Securities case, 193 U. S. 197 
(24 S. Ct. Rep. 436), and whether the Attorney General and the 
Department of Justice and its representatives have taken any 
steps to ascertain the character of the transactions or to bring 
any action under the anti-trust laws in connection with said 
transactions, and to recommend to the Senate such course in 
regard to the matters and the things set forth in the resolution 
as may be proper in the premises. 


Cc. OF C. AND TRANSPORTATION 


The board of directors of the Chamber of Commerce of the 
United States has approved “a chamber program for intensive 
efforts looking towards economic improvement” which calls 
for study by chamber agencies of the transportation problem, 
with a view to setting up principles for a coordinated national 
transportation system. Elimination of government competition 
with business is another objective on the program. 
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When you route your shipments via 
the American Mail Line President 
Liners you can be sure that they will 
arrive at destination in perfect con- 
dition and in the shortest possible 
time. No shipment too large . . . none 
too small. Every alternate Tuesday a 
President Liner arrives in Seattle from 
the Orient, every other Saturday one 

leaves for the Orient. 
Supplementing this is a fleet of express 
cargo liners with frequent _ sailings to 
Japan, China and The Philippines. 
For full information apply desk No.6 


32 Broadway 

1714 Dime Bank Bldg 

110 S. Dearborn St 

Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building 
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3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE | 3 DA Y S 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 
Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
California .. July 9; Aug. 20 Pennsylvania. July 16; Aug. 27 
Virginia ... July 23; Sept. 3 California . . July 30; Sept. 10 
Pennsylvania. Aug. 6; Sept. 17 Virginia . . . Aug. 13; Sept. 24 


and fortnightly thereafter 
“from Los Angeles 2nd day following 


fonama facifie line 


* ALL NEW STEAMERS * 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1 Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Chicago, 180 North Michigan Ave. Boston, State 
Philadelphia, 1616 Walnut Street ore, Trust 
San Francisco, 687 Market St. Los 5 

335 0 Fourth 


76 offices in 22 countries at your service Cleveland, 616 E. Superior Ave. San Diego, 103 


The Port of Stockton—California’s New Inland Waterway- 


oF 


Offers Manufacturers Ex- 
ceptional Opportunities 


INVESTIGATE PORT STOCKTON 


The Facts: 
Located 90 miles from the Golden Gate. 


Serves entire Central Valley and Part 
of Nevada. 


10,000 acres available for waterfront 
industrial sites. 


24 miles potential waterfrontage. 
Public belt line, owned by city. 


Stockton is served by three transcon- 
tinental railways. 


For details—write 


CHAMBER OF COMMERCE 
DIRECTOR OF THE PORT 


Stockton, California 
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THE 


PORT 
ALBANY 
~ Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside:— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 
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Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 








DOCKET OF THE COMMISSION 


~— 5—Ponca, Neb.—Examiner Molster: 
inance No. 9312—Application C, St. P. M. & O. Ry. for permission 
to abandon its line between Coburn and Wynot, Neb. 


July 5—San Francisco, Calif.—Examiner Crowley: 
25169—Valley Paving & Construction Co. vs. S. P. Co. 


~~ 5—Dallas, Tex.—Examiner Taylor: 
ourth Section Application No. 14605, filed by A. C. Fonda, agent, 
July 5—Lexington, Ky.—Examiner McChord: 
25191—Lexington Board of Commerce vs. Alton R. R. et al. 
1. & S. 3748—Potatoes inter-mountain territory to Kentucky. 
Fourth Section App. No. 14379—Filed by Agent Toll and others, 
relative to classes and commodities from Pacific Coast and Mon- 
tana points to eastern destinations on Southern, C. & O. Rys, 
and connections. 


July 5—Chicago, Ill.—Examiner Smith: 
1. & S. 3667—Lime between Western Trunk Line points. 


July 6—Dallas, Tex.—Hxaminer Taylor: 
Fourth Section Application No. 14679, as amended, filed by A. ¢, 
Fonda, agent. 


July 6—Washington, D. C.—Examiners Hurley and Peyser: 
24890—Transit on vegetable oils in southern territory (adjourned 
hearing). 
July 6—Washington, D. C.—Eaminer Hays: 
Finance No. 3952—Excess income of Toledo Terminal R. R. 
July 7—San Francisco, Calif.—Examiner Crowley: 
25194—Gulf Red Cedar Co. of California, Inc., vs. I. C. R. R. et al, 
July 7—Chicago, Ill.—Examiner Smith: 
25162—S. Birkenstein & Sons, Inc., vs. B. & O. R. R. et al. 
1. & S. 3751—Sewer pipe from Ind. to Wis. and Minn. 


~-. 7—Atlanta, Ga.—Examiner Archer: 
eo and Shippers’ League of Florida vs. A. & R. R. R. 
et al, 
1. & S. 3705—Fresh vegetables to, from and between the south. 
July 7—Lincoln, Neb.—Examiner Maidens: 
24685—Lincoln Chamber of Commerce et al. vs. A. & S. Ry. et al. 
July 7—Argument at Washington, D. C.: 
24343—Moore Bros. et al. vs. C. B. & Q. R. R. et al. 
19517—-Continental Paper & Bag Mills Corp. vs. A. C. Ry. et al. 
17000—Part 2, Western Trunk Line class rates. 
19195—Alliance Chamber of Commerce et al. vs. A. & R. R. R. et al. 
July 8—San Francisco, Calif.—Examiner Crowley: 
24701—James Allan & Sons et al. vs. S. P. Co. et al. 
July 8—Dallas, Tex.—Examiner Taylor: 
28021 (and Sub. 1)—Oklahoma Contracting Corporation et al. vs. 
A. T. & S. F. Ry. et al. 
July 8—Argument at Washington, D. C.: 
23986—Ga. & Fla. R. R. and W. V. Griffin and H. W. Purvis, re- 
ceivers, vs. A. C. L. R. R. et al. 
July 9—Dubuque, Ia.—Examiner Molster: 
inance No. 9369—Application C. M. St. P. & P. R. R. for _per- 
mission to abandon its line between Bellevue and Cascade, Ia. 
July 9—Chicago, Ill.—Examiner Smith: 
1. & S. 3768—Agricultural limestone via Mo.-Ill. R. R. 


July 9—Omaha, Neb.—Examiner Maidens: 

25167—Nebraska Electric Power Co. vs. C. & N. W. Ry. et al. 

July 9—Dallas, Tex.—Examiner Taylor: 

24904 (and Sub. 1)—Southern Union Gas Co. of Tex. vs. A. T. & 

S. F. Ry. et al. 

July 11—Washington, D. C.—Examiner Davis: 

* Finance No. 9476—Joint application of N. Y. Telephone Co. and 
Putnam Telephone Co., Inc., for a certificate that the acquisition 
by the former company of the property of the latter company Will 
be of advantage to the persons to whom service is to be rendered 
and in the public interest. 

July 11—Washington, D. C.—Examiner Curtis: 

1, & S. 3765, and 1st sup. order—Iron pipe from Ohio and Pa, to 
Cc. F. A. points. 

July 11—Seattle, Wash.—Examiners Mackley and Hall: 

17000, part 7—Grain and grain products within western district 
- ) for export (and cases grouped therewith) (adjourned hear- 
ng). 

25148—Sperry Flour Co. vs. C. B. & Q. R. R. et al. 

July 11—Memphis, Tenn.—Examiner Kerwin: 

16323—The Scott County Milling Co. et al. vs. Butler County R. R. 
et al. (and cases grouped therewith) (hearing or further hearing). 

July 11—San Francisco, Calif.—Examiner Crowley: 

24915—-Western Cattle Marketing Assn. et al. vs. C. M. St. P. & 

. 2 & CC A 

July 11—Washington, D. C.—Examiner Walsh: 

Finance No. 8481—N. Y. C. R. R. acquisition of B. C. G. & A. R.R. 
(rehearing). 

July 11—Dallas, Tex.—Examiner Taylor: 

25155—Albuquerque Natural Gas Co. et al. vs. A. T. & S. F. Ry. 


et al. 
25221—Southwest Water Co. vs. A. T. & S. F. Ry. et al. 
July 11—Washington, D. C.—Examiner McGrath: 
1. & S. 3767—Cement—N. Y., N. J. and Pa. to New York City. 
July 11—Washington, D. C.—Examiner Walton: 
* 25170—Accounting for capital items (In re: Atlantic Coast Line R. 
R. Co. and Atlanta, Birmingham & Coast R. R. Co.). 
July 11—Washington, D. C.—Examiner Curtis: 
* |, & S. 3765, 2nd supplemental order—Iron pipe from Ohio and Pa. 
to C. F.. A, points. 
July 12—Omaha, Neb.—Examiner Maidens: 
25185—Anoka-Butte Lumber Co. et al. vs. A. T. & S. F. Ry. et al. 
July 12—Dallas, Tex.—Examiner Taylor: 
25253—Buell Lumber & Mfg. Co. et al. vs. Mo.-Ill. R. R. et al. 
July 13—Argument at Washington, D. C.: 
18650—-Peninsula Produce Exchange vs. Pa. R. R. et al. (and cases 
grouped therewith). 
July 13—Omaha, Neb.—Examiner Maidens: 
25137—Frank Zimmerman vs. C. & N. W. Ry. et al. 
25139 (and Sub, 1)—Frank Zimmerman vs. M. P. R. R. et al. 
July 13—Dallas, Tex.—Examiner Taylor: 
25140—Interstate Cotton Oil Refining Co, vs. T. & P. Ry. et al. 


July 
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WHERE WATERWAY — RAILWAY — HIGHWAY MEET 








Nothing Is Too Awkward for Us to Handle 


Anything you can load at point of shipment, we can unload. There is nothing 
too cumbersome or unwieldy for us to handle. The illustration above shows 
a typical case. These exceedingly long steel beams were just a simple, 
everyday job for one of our overhead traveling cranes. 


Whether goods come by rail, truck or barge, they arrive directly at our terminal. 
We forward them by any designated means, distribute them promptly, or store 
them, as you may desire. Whether goods remain with us an hour or a month 
or longer, they remain on the same skids on which we place them on arrival 
and they are not again re-handled until we load them for final shipment’ 


Full details of our interesting service, together with rates, will be sent on 
request. 


MEAD JOHNSON TERMINAL CORPORATION 


J. D. Beeler, Vice Pres. and Gen. Mgr. 
1830 West Ohio Street Evansville, Indiana 


TARPAULINS 


Protect merchandise SN 
in transit with ‘“‘Shure- 
dry” or “Fultex” wa- 
terproofed tarpaulins. 
They offer the kind of 
service you like to re- 
ceive. 
Write our nearest 
plant for samples and 
prices on tarpaulins, 
roll duck, wiping 
cloths, laundry bags, 
ice crushing bags, Py 
ent ahi. din Fulton Bag & Cotton Mills 


Atlanta St. Louls Dallas 
Minneapolis Brooklyn New Orleans Kansas City, Kan. 
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CALMAR LINE 


INTERCOASTAL SERVICE 


ARRIVES 


















Voy- 
STEAMER Seattle 
Ne. San | Oakland | Portland| and 


Baltimore delphia | Angeles |Francisco Tacoma 









TEXMAR 16 |July 16/July 20/Aug. 11j/Aug. 15]Aug. 17|/Aug. 21/Aug. 24 
PORTMAR | 9 /Aug. 6jAug. 10|/Sept. 1/Sept. 5/Sept. 7|/Sept. 11|/Sept. 14 















Subject to change and/or cancellation without notice, as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


DIRECT SERVICE AT ‘‘C’’ LINE RATES 
FROM PHILADELPHIA, PA. 


Calmar Steamship Corporation 


For Information regarding rates, etc., apply to nearest office: 
MOORE & McCORMACK CO., INC., SWAYNE & HOYT, LTD., Agents 































ea ~e™ 2. Ge & Los aon. Cal., 410 Chamber ef Com- 
altimore, +» (5 &. Gay merce le 
Chicago, Ill., 140 S. Dearborn St. Oakland, -» ist and Market Sts. 
Detroit, Mich., 2001-2 industrial Bk. Bidg. Portiand, Ore., 917 Board of Trade Bidg. 
New York, N. Y., 5 Broadway San Francisco, Cal., 215 Market Street, 
Philadelphia, Pa., Bourse Bidg. Matson Bidg. 
Pittsburgh, Pa., Oliver Bldg. Seattic, Wash., 1519 Railroad Ave., South 
Regular Piers 
Atlantic Coast Pacific Coast 







Los Angeles—230-B Terminal Island 
Baltimore—Pier 7, Port Covington, West- Oakland—Howard Terminal 
ern Md. Ry. Portiand, Ore.—No. {| Occanlo Terminal 
San Francisco—Pler No. 48-B 
Philadelphia—Pier 27-N, Reading Co. Seattle—Atlantic Dock Terminal 





























WHAT TO EXPECT... when 
you route via “NorTH WESTERN 


Over 10,000 Miles of An alert and efficient freight per- 
a Sees sonnel that has back of it up-to- 
Hlinois, Wisconsin, date equipment and all the modern 

Michigan, Minnesota, facilities for rendering a fast, de- 


Iowa, Nebraska, pendable shipping service ...a 


So. Dakota, No. Dakota = Combination that is ideally suited 


Wyoming ‘ ° 
to the exacting requirements of 


present day business. 


For full information ask any 
C. & N. W. Ry. Representative 


CHICAGO & NortH WESTERN RY. 





QWietimantic 


} muncoon 'o—C. F. A., W. T. L., Inter-Mountain, 
ae Tr Carolinas, South and Southwest 


| _ptiewerrGrr “Ws CLYDE, OLD DOMINION, SAVANNAH, 
fe vorwicn 17 MALLORY and MORGAN S. S. LINES 


wcongonl enor THAMES RIVER LINE, INC. 


2. Wes EALY Pier 31 E. R. NEW YORK CITY 
—------ 4 ERNEST E. FUCHS, Vice-Pres. 





WESTERN WAREHOUSE 


DOWNTOWN CHICAGO 


Within three blocks of Chicago's central retail and jobbing district; high grade modern 
warehouse and terminal facilities; 400,000 square feet of floor space—light and clean; 
track space for 360 cars; stocks carried for forwarding and distribution; space to lease 


WESTERN WAREHOUSING COMPANY 


E. H. Hagel, Superintendent 


323 Ws Polk St j Chicago, III 


NEW COMPLAINTS FILED 


No. 25139, —_ No. 2. Frank Zimmerman, Springfield, Neb., vs. Mo. 
Pac. et al. 

Rates in violation sections 1 and 3, stocker and feeder pigs, 
Fisk, Paris and Chillicothe, Mo., to Springfield, Neb. Shipments 
of live stock from St. Louis and other points to Springfield, pre- 
ferred. Asks reparation. 

No. — Sub. No. 1. Mayor of Bedford, Mass., et al. vs. B. & M. 
et al. 

Allege that failure of B. & M. to include that part of the in- 
dustrial community of West Medford within the Boston switching 








RICHMOND. VA. 


Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
Sprinkled Buildings 
= Southern R. R. Siding 20c Ins. Rate 
=~ 5~“A Virginia Bonded Warehous . 
> 1709 East Cary — 





LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


185 N. Clark St., Chicago 15 E. 26th St., New York 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 


before the 
ATTORNEY AT LAW 
INTERSTATE Buccesser to Keene & Ames 


COMMERCE Fermerly Atterney and Examiner 


Interstate Commerce Commissien 
COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 
Oklahema City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 





TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Departmental Service 
Specialists 


713 Mills Bldg. 
WASHINGTON, D. C. 

HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
te Rates—Consolidatiens and Valuatiens 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 


Experts 


FREIGHT RATE: EXHIBITS—CHARTS: ADVISORY SERVICE: CLAIMS: MISCELLANEOUS: 
Adjustments Distance Demurrage I. C. C. Complaints Damage Car Record Systems 
Quotations Rate Misrouting I. C. C. Decisions Delay Distributing Rates 
Surveys Statistical Reconsignment I. C. C. Rules of Practice Loss Routin 

Tariff Application 1. C. C. Tariff Circuler Overcharge Traffic bapetnent Forms 
Transit Privilege Interstate Commerce Act Washington Representation 
Undercharges Law of Carriers 
Freight Bills INTERSTATE TRAFFIC COMPANY Representatives 
Audited MILLS BUILDING, WASHINGTON, D. C. Wanted 


The Traffic World 
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limits, applying the flat Boston rates, charges and practices 
on interstate and intrastate commerce, is discriminatory an 
unduly prejudicial in violation sections 2 and 3. Asks order re. 
quiring defendants to cease and desist from assessing and col- 
lecting rates that exceed or may exceed the contemporaneous 
rates assessed in excess of the flat Boston rates, charges and 
practices. 

No. ~— Montana-Dakota Power Co., Minneapolis, Minn., vs. G. N, 
et al. 

Unreasonable rates and charges, contractors’ equipment, second 
hand, Savage, Mont., to Williston, N. D., and from Williston, N. 
D., to Glendive, Mont. Asks cease and desist order, rates and 
reparation. 












THEFTS FROM PASSENGERS 


The Senate has passed S. 4095, as amended, amending the 
so-called Carlin act so as to punish the stealing or unlawful 
taking of property in the custody of passengers on interstate 
trains. Fear on the part of Senator Blaine, of Wisconsin, that 
language in the bill might be construed as applying to card 
games for small stakes resulted in adoption of an amendment 
to take care of that. 


TELEPHONE COMPANY EARNINGS 


One hundred and two telephone companies, each with an- 
nual. operating revenues in excess of $250,000, had operating 
income in the four months ended with April of $79,295,806, as 
compared with $94,243,449 for the corresponding period of 1931, 
a decrease of 15.9 per cent, according to statistics compiled by 
the Bureau of Statistics of the Commission from company re- 
ports. 

For April the operating income was $20,586,741, a decrease 
of $4,272,754 or 17.2 per cent, compared with April, 1931. 

The number of company stations in service at the end of 
April was 16,525,239, a decrease of 713,931 or 4.1 per cent com-{ 
pared with April, 1931. 



























CONDITION OF EQUIPMENT 


Class I railroads on June 1 had 230,820 freight cars in need 
of repair or 10.8 per cent of the number on line, according to 
the car service division of the American Railway Association. 
This was an increase of 12,517 cars above the number in need 
of repair on May 1, at which time there were 218,303 or 10.1 
per cent. Freight cars in need of heavy repairs on June 1 
totaled 162,290 or 7.6 per cent, an increase of 7,435 cars com- 
pared with the number on May 1, while freight cars in need of 
light repairs totaled 68,530 or 3.2 per cent, an increase of 
5,082 compared with May 1. 

Class I railroads of this country on June 1 had 8,142 loco- 
motives in need of classified repairs or 15.5 per cent of the 
number on line. This was an increase of 291 compared with 
the number in need of such repairs on May 1, at which time 
there were 7,851 locomotives or fifteen per cent. Class I rail- 
roads on June 1 had 11,383 serviceable locomotives in storage 
compared with 10,731 on May 1. 





Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS» 
From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 
Low Rates Quick Dispatch Thru Pac 


GENERAL OFFICES: 
1360 Broad Street Station Bidg., PHILADELPHIA, PA. 


e Cars 















